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Follow-Up Work with
Inefficient Motormen

ECENTLY we discussed the possibility of main-

taining the interest of motormen in car-checking
devices by showing them the direct connection between
higher efficiency and higher wages. However, the finan-
cial inducement is not the only one. A great deal can
also be obtained by personal follow-up work. When a
motorman is showing a low coasting average, and con-
sequently high energy consumption, without apparent
reason, it will prove more effective to ride with him in
person instead of ride him by correspondence. This
implies that an experienced car operator should be at
or near the head of the department for, after all, knowl-
edge of transportation conditions is the sine qua non
in the analysis of coasting. It is far better to approach
an inefficient motorman with the attitude of “let me
see if you and I can’t find out what’s wrong with the
car and the run.” The average individual is bound to
appreciate this man-to-man policy. If the instructor,
who is quite green to the run, does better than the
regular operator, the latter will be a peculiar individual
indeed if he does not vow to learn and apply the secrets
of efficient car operation.

Forehandedness in Service
Capacity Now Paramount

T was recently pointed out in these columns that the

present seemed to be a good time for the electric
railway companies which are in position to sell power
at a profit to build up their commercial energy load by
taking on some of the small isolated plant loads. The
latter are harder pressed in the way of coal and sup-
plies in these times than are the large corporations and
in many cases may be quite ready to turn the worries of
coal and oil and labor supply over to another. There
are, of course, two sides to this subject. Lucky is the
commercial power company to-day that has much gen-
erating and transformer capacity to sell. One manager
of a small Indiana electric railway recently stated that
he was 5000 kw. of transformer capacity behind his
needs and could not get any help. This is only typical
of the general condition. The answer to the situation
is purely a matter of forehandedness. With conditions
in the industry favoring a rapid increase of the com-
mercial lighting and power load on electric railway
plants, advantage should be taken of these conditions,
and this can be done if the needs for equipment to sup-
ply this business are anticipated far enough in advance.
Forehandedness is of paramount importance in these
abnormal times.

Clear the Streets
for TrolleX Traffic

N the rush of problems relating to higher fares,

preparations for national defense and other condi-
tions brought on by the war, the efforts of electric
railways to secure relief from traffic delays caused by
street congestion should not be relaxed. This problem
is one which concerns cities of moderate size equally
with those of metropolitan character. Indeed, the con-
ditions may often be worse in the smaller cities because,
as a rule, less attention is given in them to the enforce-
ment of traffic rules. One of the most irritating fea-
tures of the situation is that the present vehicular
interference is to a large extent avoidable.
state at least the electric car has legally a supe-
rior right on the streets to the public, whether on
foot or in vehicles. This superior right is based partly
on the fact that the electric car cannot turn out or
leave its tracks, but also because the possession of such
a right is in the interest of the public as a whole.
This point cannot be too strongly emphasized in any
discussion of street congestion. The more quickly the
cars get over the line, the better the public is served.
Let us have more strict regulation, then, against street
congestion, especially against that most serious evil,
being committed in practically every city in the coun-
try, of automobile owners parking their cars on narrow
traffic streets.

In one

Durability of Porcelain
Transmission Line Insulators

HE discussion at the A. I. E. E. meeting last week

on line insulators was a bit discouraging to those
who focus attention too fixedly on the difficulties which
are being encountered in this field. We prefer to look
at the marvelous progress that has been made, as the
insulator has been improved step by step to keep pace
with the demand for higher and higher transmission
voltage. Once the physical characteristics of the insu-
lator itself limited this voltage, but now the limit is
set largely by general economic conditions. Insulators
can be built for any voltage within reason, but of course
the higher the voltage the more expensive and less
durable will be the insulators and other elements of the
system. It is unfortunate that porcelain, still the best
material available for high-tension insulator making,
should be so susceptible to the subtle, as well as violent
destructive actions of the elements.
insulating purposes are so great, however, that the ex-
haustive studies of its properties which are being made
by experts throughout the country are justified and

Its virtues for
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inevitably will bring even finer results than they have
brought so far. The microscope and the polariscope, as
well as the mechanical testing machine and high-voltage
electrical apparatus, have all been pressed into service
and the effect is being felt. Quartz has been suggested
as a substitute for porcelain and has some elements of
promise, but until everything possible has been done
to attain perfection in porcelain manufacture and in
its utilization there is no reason to abandon it. Its
record has been highly creditable. To be sure, the life
of porcelain in insulator service is not infinite, and the
present maintenance costs on early transmission lines
may be high. But there is nothing unique about this
as the same situation has developed in every rapidly
advancing art, and the insulator engineers can be relied
upon to “keep up with the procession.”

Are City Cars Made for
Collisions or Passengers?

E sat in lately on a rather heated discussion which

might best be designated by the title presented.
The scrap began with the wail of a car builder that if
one of the “tin cans” which a competitor was building
ever got into a collision, the consequences would be such
as to kill both the passengers and the “tin can” school
of car building at one blow. His opponents readily
admitted that some designs of recent cars were of
feather weight but not of feather noiselessness.
“Here,” they said, ““is room for improvement in springs
and shock absorbers, but we deny the implication that
the first consideration in building a city car is to make
it collision-proof. It is our contention that the basic
consideration in building a car for city service is to
carry passengers. Why should a car be built with the
idea that although held to a well-defined track it is
going to be the target of crazed Fords and demented
motor trucks? Are automobiles being made collision-
proof ?”’

For our part, we believe that for unit-car city service
the weight of a car should be fixed fundamentally by
conditions of load, speed and track and only secondarily
by considerations of longevity and resistance to col-
lisions. As to longevity, we are beginning to feel that
longevity in city cars, due to extra heavy framing and
plates, has been overdone to the point of hindering the
widespread adoption of cars which are more efficient
operating units. We have seen one company spend
$1,200 to remode] a five-year-old 50,000-1b. car when it
would have been far wiser to have junked the car for
a faster, safer and more economical design of one-third
the weight. It is not on record that manufacturers
tinker and retinker a machine tool until it wears out.
They buy the newer, better ones outright. If railways
learn to look at street cars in the same way, namely, as
a production unit, measured by passenger and car-mile
output at such and such comparative costs, they will
put less money in dead metal and more money in equip-
ment for high acceleration, quick braking and automatic
operation.

As to collisions, what are the real figures? Is it not
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a fact that cross-track collisions are relatively scarce
and that both cross-track and front-end collisions are
less likely with a light, quick-braking car than with a
heavy, slow-braking car? We suspect also that claims
from vehicle owners for heavy damages will sound
less reasonable when traction battleships disappear.
Front-end collisions are largely. under the control of
the motormen. There may or may not be significance
in the fact that on a certain railway the cars which have
practically no collision protection for the motormen
enjoy fewer rundowns than the cars which do have such
protection. Too strong a sense of security can be quite
as bad as no security at all.

An Affiliated Association
for the Manufacturers?

AST week the executive committee of the American

Association reaffirmed its approval of the formation
of an affiliated association for the manufacturer mem-
bers and invited them to organize such an association.
If they do so there will be three manufacturers in the
executive committee, including the president of the
affiliated Manufacturers’ Association. In reaching its
decision the executive committee had practically a
choice among only three plans, involving an affiliated
association, or an autonomous but closely-related sep-
arate association, or a manufacturers’ committee in the
main association to handle exhibits.

If the manufacturers accept the invitation of the
parent association and organize as an affiliated associa-
tion, a modification of the original general purpose of
the group of affiliated associations adopted when the as-
sociation was reorganized in 1905 will be necessary.
The thought at that time was that the affiliated associa-
tions were to investigate technical questions. This is
shown by article XII of the by-laws, which states that
“the association shall do all in its power to promote the
welfare of other associations organized with its approval
to investigate technical matters connected with street
and interurban railway construction and operation.”
Obviously the manufacturers have no separate technical
interests in the sense intended in the by-law, such tech-
nical problems as they do have requiring their co-op-
eration with the appropriate affiliated association,
either the Engineering or the Transportation & Traf-
fic Association.

The main function of the manufacturers as far.
as the association is concerned is to manage the
exhibit feature at the conventions. Assuming that
the association follows the proposed plan, a form of
charter and constitution quite different from that of
the other associations will be necessary. In the prep-
aration of this charter every effort should be made to
give the manufacturers virtually all of the rights and
privileges which they enjoyed in a separate organiza-
tion. It is desirable, therefore, in fact it is essential,
that the plan of the suggested organization be formu-
lated at once and laid before the industry for careful
study in all of its bearings. Only such procedure will
form a safe and sure foundation for a permanently
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satisfactory action on the application. The railway
men should apply to the manufacturers the same prin-
ciples which we have urged them to apply to the public
and strive for better public relations. To make any
plan a success it must appeal to the manufacturers as
the best one available, one which encourages their in-
itiative and accomplishes their purposes in belonging to
the association.

The manufacturers are now company members of
the American Association. By and large they have ac-
cepted the idea of unity throughout the industry and
are paying their dues into the association on the same
basis as the railway men. This is right and proper.
The industry is in a bad way. If all parts of it do not
hang together very soon they will “hang separately.”
There is no time or room for dissensions and destruc-
tive work. All thinking and work should be construc-
tive in the interests of the industry as a whole. As far
as the absorption of the manufacturers into the Ameri-
can Association is concerned the thing has been done.
The executive committee of the parent association de-
termined upon a plan or method of procedure. The
manufacturers stood for it in principle but deplored
the methods used. They felt that they should have been
consulted beforehand. But as we have said the time
for debate has gone by, and now all, manufacturers and
railway operators, should put their shoulders to the
wheel and devote their best efforts to the interests of
the industry.

The Railway Prayer—Give
the Commissions Vision

S a rule, we are only indirectly interested in steam

railroad rates, but the 15 per cent rate decision
handed down on June 29 by the Interstate Commerce
Commission has made an unusual impression upon us.
In it there is an important outlining of rate-making
philosophy of direct concern to all instrumentalities
that must submit their rates to public approval. In
the majority and minority opinions, three views of
rate regulation are expressed—views which ought to
be called to the attention of all electric railways.

The first is that expressed in the majority opinion.
According to this, the record does not disclose the
existence of a situation requiring “so heroic a remedy”
as a 15 per cent increase in rates. To the commission-
ers’ minds, the revenue showing seems better now than
it did last February, and although many operating ex-
pense symptoms are “unquestionably unfavorable” and
“much or all of what some railways believe will oc-
cur, will occur in the future,” no one can know in ad-
vance. The absence of protests against the proposed
increase the commissioners dismiss as without sig-
nificance as a basis in rate-making, inasmuch as this
indicates simply “a state of the public mind.” Hence
they refuse to grant more than a modicum of relief,
but promise to keep an eye on the monthly returns to
see whether the carriers’ fears are justified. This is
undoubtedly an honest view, but it is narrow and in-
adequate. As Commissioner Harlan states in a sep-
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arate opinion, it is a ‘“month-io-month and purely
statistical” view.

For the next view let us look at the dissenting
opinion of Commissioner McChord. He believes that
the need of higher rates is a matter of government
policy, and not of the making of reasonable rates. He
asks whether the commission should approve an in-
crease predicated upon prophecies in order to
strengthen railway credit or whether the prices of
materials and supplies should be regulated by Con-
gress. Until the apprehensions of the railways are
realized and it is clear that Congress will not act in
the matter, he says, the commission is not justified in
burdening the public with increased rates. This view
is not so narrow as that of the majority, for it recog-
nizes, although in a halting way, the desirability of a
general investigation of operating cost tendencies
rather than a short-sighted scrutiny of monthly
statistics. But the view is of one without initiative,
without a sense of personal responsibility in the full ex-
ercise of delegated powers. Rate making is now a
commission, not a legislative matter. Whether Con-
gress will or will not regulate prices is not the issue.
Be the operating costs high or low, the commission
should give them full consideration in establishing the
rate basis.

What a different view from the others is the third
one! Commissioner Harlan, concurring in the major-
ity opinion only because his vote was necessary to give
the carriers even the relief therein granted, thinks it
not “safe” to take merely a narrow statistical view of
the railways’ need. With some operating factors un-
doubtedly unfavorable, he states, the wisdom of de-
ferring full relief is not apparent. The country needs
railway development, not simply because of war’s ex-
igencies, but because of its growing business. The
shippers are ready for higher rates, provided they se-
cure better service. And he adds: “A rate is a public
question, and existing rates could well be advanced in
the public interest. As long as we look to private in-
terests to furnish transportation service, we must see
to it that the rewards are sufficient to attract capital
for its further development.”

Which of these views is really constructive? Which
is based on a realization of responsibility not to ship-
pers, not to carriers, not to politicians, but to public
welfare? Without question, the broad and wholly com-
mendable view is that of Commissioner Harlan. The
points he makes are vitally important to electric rail-
ways as well as steam railroads. Even now public
service commissioners are considering in many places
the need of higher electric railway fares. What will
be their attitude? Will they be statistical fanatics, or
will they try to shift their duties to the legislatures,
or will they atiempt in a broad-minded, far-seeing way
to meet the basic public need of improved transporta-
tion facilities? We profoundly hope that their attitude
will be that last stated, for, to paraphrase the proverb
of a wise man of old, “where there is no vision, the
railways perish.”
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“Better Service” Brings $70,000 Freight
Business in Third Year

Some of the Policies and Methods Employed by a Western Road to Attract Freight Traffic
to a New 75-Mile Electric Line Are Related, Also an Account of How
Severe Competition Was Overcome

By J. F. HOLMAN
General Freight Agent Kansas City, Clay County & St. Joseph Railway

derive the major part of their earnings from the

freight business, while electric roads depend chiefly
on the passenger business for any profit. Should elec-
tricity be substituted for steam motive power, electric
railroads might be declaring dividends earned in a
great measure from the handling of freight. This
would seem to indicate that the motive power is not
the determining factor as to which branch of the
husiness should be most profitable. Thera can be no

IT is a well-established fact that the steam railroads

This road started operation in 1913. Located, as the
property is, in a highly competitive territory, it was
necessary to establish first the idea of “better service.”
By advertising it as “express-freight service,” demon-
strating to the shipper the advantages of such service,
and giving special attention to complaints such as are
bound to be made by shippers, the business has been
increased continually since the operation of the road
was begun.

Dependent upon local conditions in the different ter-

T =

TYPICAL GRAIN ELEVATOR AND BUILDING MATERIAL INDUSTRIES

question but that electric lines have solved the problem
of making passenger traflic pay; likewise, steam rail-
roads have been particularly successful in the handling
of freight trafiic. But the reverse in either case should
be likewise a profitable pursuit and the railway man-
agers could well devote their principal efforts toward
building up the weak side of the transportation busi-
ness.

It is my opinion that there is a large field for im-
provement by electric roads in the development of
freight business. This means, of course, more motive
power, large, adequate terminal facilities, sidings for
industrial locations, joint rate and traffic arrangements
with other carriers. The electric roads maintain their
high efficiency in the passenger business by giving
“better service,” and this will necessarily be the key to
a larger increase in the freight business.

The Kansas City, Clay County & St. Joseph Railway
is located in a reasonably thickly populated country,
with terminals at Kansas City, St. Joseph and Excelsior
Springs, Mo. The farmers raise a surplus of grain,
livestock, poultry and fruits. The company enjoys
an enviable passenger traffic, and has a freight business
which is on a par with the higher-grade electric inter-
urban railroads in this country. It is hoped, however,
to make it a freight as well as a passenger road, and
it is to this end that the writer is working.

ritories, it is necessary and possible to work out many
features which will stimulate the movement of freight.
Among some of the more important ones that have had
the desired effect on this property are those described
in the following paragraphs.

COMBINATION ELEVATORS, LUMBER AND
SurPPLY YARDS

Not long after this road began operation there arose
a demand for interchange with some steam railroad
which would give joint rates on carload movements of
grain and other commodities, in and out of a territory
not heretofore served by any steam railroad. Joint
rates and traffic agreements were made with the Chi-
cago, Great Western Railroad, which parallels this line
a portion of the way to St. Joseph, thereby giving
especially advantageous connections with the productive
sections of the country through which the electric road
runs. A reliable grain man became interested and
erected three elevators at different points along the
road. However, before the elevators were erected at
suitable points and the through rates could be put into
effect, it was necessary that ten of the side tracks
along this road be moved to points adjacent to the
public highways. The farming communities along the
line were glad to assume this entire expense, and in
some cases the cost was as much as $2,000 per switch.



JuLy 7, 1917]

The elevators were built, and in addition lumber yards
and coal bins were erected where coal, sand, stone and
other building material could be handled at great con-
venience to the farmers. Shipments to and from these
establishments are handled chiefly in foreign equip-
ment and under joint rates, this road receiving a per-
centage of the joint through rate.

The arrangement made with the steam railroad was
on the basis of car service, rather than under the per
diem rules, which permits of our company having a
foreign car practically three days without expense to
us. Even where expense occurs it is usually borne by
the shipper chargeable with the delay. In view of the
fact that it is possible for this road to interchange
with only one steam railroad the plan is satisfactory,
but if we interchanged with more than one road some
different plan would have to be made.

RAISING 0OF FRUITS ENCOURAGED

For the last two years we have made various efforts
te interest the farmers in the growing of apples and
small fruit, but until recently with little success. We
find the farmers in Missouri have through generations
been so accustomed to raising wheat, corn and live-
stock that it is difficult to interest them in fruit cul-
ture, or even in dairy farming. However, we now have
two large commercial orchards along the line, and will
hafe more as these develop. It so happens that the
soil along the K. C., C. C. & St. J. Ry. has a deep layer
of loess, which is the best-knov&n soil for raising fruit,
particularly apples, grapes and berries. A soil survey
is being made under State supervision, and it is hoped
that it will be completed this year in order to show
the people along the line the value of the natural soil
which has not been utilized heretofore for anything
cther than raising grains. When this survey is com-
pleted, a copy of the report will be furnished each of
the landowners, and this should encourage the raising
of fruits and vegetables, and materially increase the
freight traffic on this road.

A NEW SCHEME FOR INCREASING DAIRY
FREIGHT TRAFFIC

A novel scheme for increasing the general interest in
dairy farming which has been given considerable atten-
tion during the last six months is the organization of
calf clubs at various points along the line. The calf
club plan had never before been promoted by any rail-
road to my knowledge, but already two Western steam
roads have taken up this subject after attendance at
our meetings in this vicinity by their representatives.
The plan, as it is being carried out here, had its incep-
tion in Illinois last year, where it was promoted by a
few enterprising bankers, with the idea of obtaining
better dairy cattle and more of them, and also of in-
teresting and bringing the people’s attention to that
branch of farming. The results were so pleasing that
bankers all over the State are now organizing calf
clubs. More than 200 clubs have been organized since
Jan. 1. Clubs that were organized last year returned
gross profit of nearly 100 per cent, the one at Bright-
ton, Ill., doing even better. Eighty-four boys and girls
were furnished calves at an average price of $43 per
head, and these were sold in the fall at an average price
of $92.30. The calf club plan on this road was devel-
oped as follows:

Dairy meetings were held at various points along
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the line, and calf clubs were organized. The co-opera-
tion of the local banker is the first step in the organi-
zation of a club. The general plan is for the banker to
buy heifer calves of a recognized dairy breed, and sell
them to the farm boys and girls on time, taking their
notes, guaranteed by their fathers or guardians. These
graded heifer calves are sold to the boys and girls in
the spring, with the understanding that late in the fall
they are to be sold at public auction. From the pro-
ceeds of the sale the amounts of the notes with ac-
crued interest and the expenses of running the club
are to be deducted, and the balance goes to the boys and
girls.

The services of Edward K. Slater, former dairy and
food commissioner of Minnesota, now connected with
the educational department of the Blue Valley
Creamery Company, Chicago, who has been identified
with the calf club promotion work in Illinois, were
secured. He addressed various meetings and aroused
great interest not only in the calf clubs but in dairying
generally. Great difficulty is now being experienced,
however, in securing the calves for the several clubs

AT THE CALF CLUB PUBLIC AUCTION IN THE FALL

organized. The interest of the whole community is
aroused when a calf club is started. The boys and
girls become more interested in the farm, and increased
interest on their part means a new enthusiasm for
dairying on the part of the parents. By becoming a
member of a club, the child becomes the owner of prop-
erty that he can call his own, and he takes a greater
interest in the business end of farming. Great good
is sure to result from the organization of these clubs.
I quote from a letter written by a little girl who was
a member of the Brighton Calf Club last year:

“lI am glad I can join your calf club again this year,
and glad that my two brothers can, too, because a boy
cannot associate with a nice calf all summer without
being a better boy.”

In the year 1915 the Blue Valley Creamery Company
shipped over this line 1399 cans of cream. In 1916 it
shipped 1796 cans. This represents cream only, shipped
to the one creamery. It is not necessary to tell the
average railroad manager whether the handling of milk
and cream on the road is profitable or not.

FREIGHT EQUIPMENT AND SERVICE

The freight equipment on this road consists of five
steel motor cars, five standard box cars and five flat and
gondola cars, all used in local service. All interchange
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freight is handled in foreign cars. This company does
not supply any cars to the steam railroad. Two local
freight trains each way daily are operated over each of
the two divisions of this line, one a distance of 28 miles,
between Kansas City and Excelsior Springs, and the
other a distance of 52 miles, between Kansas City and
St. Joseph. All carload movements are handled by the
ordinary express car, so that the mileage is kept down
to a minimum. At times when freight becomes con-
gested it is handled at night, but this is a rare oc-
currence.

Below is a comparative statement of earnings, taken
from the yearly report for 1916, showing earnings
based on road-miles, car-miles, ton-miles, ete.

CAR-MILE, TON-MILE AND RoOAD-MILE EARNINGS
Year 1916 Year 1915
Total miles of road operated.......... 75.75 15.75
Total freight car-miles (trailer-miles
InelusiveD: o ivauc i aim e uim e ore o e s e s 130,317.49 129,593.96
Total tons handled ................... 24,320.5 19,886.5
Total tons 1 miile: .. sz smimamieasa 808:354 = asiessms
Average gross revenue per ton........ $2.888 $3.01
Average gross revenue per ton-mile. .. 0.0873 i
Average revenue per freight car-mile
CBLOSSY cic:iwisi e siim: ve dss o seomss $0.5388 $0.4622
Average revenue per mile of road
(1 E5)) Holmmo oo oo ana 30 003690000303 $926.94 $790.79
COMPARATIVE EARNINGS PER SHIPMENT
Number shipments forwarded........ 86,358 81,209
Gross revenue, forwarded............. $70,215.99 $59,902.35
Average gross revenue per shipment... $0.8131 $0.7376
$0.7376

$0.0755 or 10 per cent
increase
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Bringing the Railway and Its Freight
Customer Together

Los Angeles Union Terminal Company Is Now
Building Fireproof Warehouses, in Which the City’s
Chief Wholesale Business Will Be Centered

OLLOWING the example of the Bush Terminal
FCompany, New York, and the Piedmont Lines, Char-
lotte, N. C., a company was recently formed at Los
Angeles, Cal., to build a group of storage warehouses
in the most favorable location for railway handling and
distribution. This, the Los Angeles Union Terminal
Company, is the largest project of its kind west of
Chicago. It owns 19 acres of land in one parcel
adjacent to the main lines of the Pacific Electric Rail-
way and Southern Pacific Company in a fast-growing
city, whose population already is around the half-million
mark. This land is in the wholesale district, and only
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half a mile from the retail center, where the chief whole-
sale thoroughfare to-day has no trackage facilities what-
soever.

CHARACTER OF BUILDINGS

The first group of buildings now under construction
comprises three six-story warehouses and three two-
story market buildings, all of reinforced concrete. The
latter buildings are peculiar to the local conditions, as
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LOS ANGELES TERMINAL WAREHOUSES—PLAN OF BUILDING

they are designed to be utilized by the Los Angeles Pub-
lic Market. Like the Bush Terminal Company’s struc-
tures, which they resemble in many ways, the six-story
buildings are of beam and girder type, built to obtain
the lowest possible insurance rate. A rate of 15 cents
per $100 is expected, as against rates up to $1.15 now
paid by many of the future tenants. Wired glass is used
wherever fire hazard exists, plain glass being used only
where approved by the underwriters. Small subdivi-
sions have hollow-tile partitions with gravity doors;
subdivisions of 250 ft. or more have fire walls of 138-in.
brick. As the latter walls are liable to be taken down
in later years, brick was used in preference to con-
crete.

The six-story buildings are 612 ft. long by 100 ft.
wide; two of the two-story buildings are 620 ft. x 80
ft.; while the market building is 1541 ft. x 40 ft. The
latter structure contains 430,547 sq. ft. of floor area
and the warehouses 1,770,000 sq. ft.

Through the courtesy of the Bush Terminal Company,
advantage was taken of that company’s experience wher-
ever possible. The chief difference in the two projects
is that the business done at Los Angeles is warehous-
ing with but a small proportion of manufacturing lofts.
Consequently, the service that is rendered is not as ex-
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LOS ANGELES TERMINAL WAREHOUSES-—ARCHITECTS DRAWING OF PROJECTED CONSTRUCTION
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tensive as that supplied by the Bush Terminal to its
tenants.

The layout of the first group of buildings and the
architect’s sketch are reproduced in two accompanying
illustrations. From these it may be seen that switching
and private tracks, as well as private streets, are pro-
vided to permit unloading directly into each building on
the ground floor level. There is no switching charge.
Chutes lead to the basements, while large electric eleva-
tors are provided either for general or private use,
according to the nature of the lease. A crane will care
for extra-heavy material.

Although the buildings were not scheduled for com-
pletion before Nov. 1, 1917, the company had rented
on April 24 about two-thirds of the space to some sixty
tenants. Most of these tenants are wholesale houses,
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which have grown so rapidly with Los Angeles that
few have been able to expand dt some one good loca-
tion. Thus, one company which owned a building had
been obliged also to rent an equal amount of space else-
where. The terminal warehouse plan not only assures,
such concerns a low rental, excellent transportation fa-
cilities, and a fireproof home, but also enables them to
concentrate their business. Furthermore, it is easier
to provide for future growth.

The leases run from one month to fifty years, the
larger concerns usually taking the longer leases. The
amount and character of service, such as lighting, ele-
vators, battery trucking, telpherage, ete., will be ar-
ranged in accordance with the wishes of the tenant,
but of course these are details which will largely settle
themselves with experience.

Strike and Union Agitation Failin Denver

Employees Have a Brotherhood Organization, in Effect a Local Union—Faith
in Their Own Ability to Look After Their Interests and Sense of Fairness
They Feel Toward Company, Because of Voice Had in Its Affairs, Defeat
Strong Attempt to Bring About Affiliation with Amalgamated Association

HE issue of ELECTRIC RAILWAY JOURNAL for
TMarch 31, 1917, carried a news report of the or-

ganization of a brotherhood of the Denver Tram-
way employees. The real significance of this organiza-
tion was not evident to the casual reader at that time,
and not until the developments of the last few weeks
was the far-reaching influence of this brotherhood to-
ward company loyalty disclosed. In these few weeks
came the test and the proof of the principles on which
the organization was built up. The chronicle of events
during this period tells the story.

After weeks and weeks of the most determined effort
on the part of union organizers or trouble agitators (call
them what you will), direct from the Detroit head-
quarters of the Amalgamated Association of Street and
Electric Railway Employees to establish a footing for
an affiliated chapter of the national union, the interest
of a few men from the 700 or more trainmen was en-
listed. These few delegated, without authority, a com-
mittee of five men to present the demands of the Den-
ver Union, No. 746, boldly heralded as having been
organized, to General Manager Frederic W. Hild. This
committee was received by Mr. Hild on June 4, while
the newspapers were filled with the news of a threatened
strike. An agreement was tendered to the company
covering a period of one year and providing for a raise
of wages from the present maximum of 31 cents to a
new maximum of 40 cents an hour for trainmen and a
20 per cent increase for carhouse, shop and track men.
It also provided for recognition of the union and
strongly hinted that unless Mr. Hild gave answer by 9
o’clock the next morning a walkout would result imme-
diately. Then witness the statement signed by this
same committee in the morning papers June 5:

We, the undersigned committee appointed to represent
the Amalgamated Association of Street and Electric Railway
Employees, find that matters are not as represented and
hereby advise our fellow workmen and trainmen not to at-

tend any meetings called for the purpose of organization,
but we do believe that all these matters can best be handled

through our own brotherhood. We have resigned from the
committee.

Then witness further the set of resolutions adopted
at a meeting of the local brotherhood, attended by 450
employees on June 5, expressing loyalty to their own or-
ganization and repudiating the acts of the committee
which represented the Amalgamated Association:

Whereas, a committee claiming to represent the em-
ployees of the Denver Tramway Company waited upon F.
W. Hild, general manager of said company, on June 4, 1917,
and at said time submitted a set of demands upon the
tramway company, signed by said committee, and outsiders
having no connection whatever with the tramway company,

And, Whereas, the said committee was not authorized to
represent the employees of the tramway company or the
members of the tramway brotherhood:

Now, therefore, Be it Resolved by the trustees and mem-
bers of the Tramway Brotherhood of Denver, Col., all
employees of the Denver Tramway Company, in this meet-
ing assembled, that the aforesaid action of this committee
was entirely without warrant or authority.

Further Resolved, that we do hereby reaffirm our alle-
giance to said brotherhood and particularly the purposes
and objects thereof as set forth in Article 1 of the by-laws,
as follows:

Section 1. Recognizing, as citizens, that duty to the community
of Denver and vicinity, and as employees, that obligations to the
Denver Tramway system require that the transportation service
rendered by the Denver Tramway Company shall be safe, continu-
ous and reliable, and that frank, friendly meetings and intercourse
between employees and officials are the best means of promoting
harmony of effort and preventing and removing possible misunder-
standings,

And believing and being convinced that the employees of the
Denver Tramway system have sufficient ability and business judg-
ment to manage their own affairs, and represent and look after
their own interests, without interference by or affiliation with any
other individual or organization, and, furthermore, that these
objects and purposes can be best pursued and accomplished by
mutual co-operation and conference between employees and of-
ficials, * * *

Section 2. The basic principles of this brotherhood are:

First—Mutual and helpful co-operation by and amwong all the
employees, the officials and the management of the Denver Tram-
way Company and its affiliated companies.

Second—That the individual members of this brotherhood. each
for himself, and upon his honor as a man, ana arttested by his
signature, agrees to carry out and further the above and foregoing
principles.

Further Resolved, that we believe the members of said
committee acted under a misapprehension of the facts, and
we hereby approve their resignation from said committee.

Further Resolved, that a copy of these resolutions be sent
to the Denver Tramway Company and the press of the city.
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When these resolutions had been passed reassuring
Mr. Hild of the good faith of his employees, he sug-
gested that a committee be appointed to take up the
matter of wages and working hours with the manage-
ment in accord with the routine provided in the consti-
tution and by-laws of the brotherhood. Thus was the
aid of an outside, unsympathetic, selfish body rejected
and Mr. Hild’s persistent faith in the fairness of his
employees reaffirmed.

DEVELOPING THE DENVER BROTHERHOOD

With the above recitation of events as the proof of
the course the Denver Tramway Company has taken to
gain the lasting confidence of its employees and thus
avoid strikes and all the contingent discomforts to com-
pany and public, the nature of the organization, its
aims, its benefits, its accomplishments, will be of in-
terest. In passing, it is only fair to point out that not
all of the road to amicable relations was traveled under
the direction of the present management, but rather,
that the former management handed down a group of
loyal men and a very good feeling between company and
employees as a basis for Mr. Hild’s further work.
There was formerly an organization of the trainmen
only known as the Tramway Mutual Aid Association
which offered certain sickness, death, pension and hos-
pital benefits. This organization was controlled by the
company, although the employees were represented on
the board of trustees.

Mr. Hild sensed the need not long after he took
charge of the property for an organization which would
comprise all the employees of the company and would
be controlled by them, the management having a mi-
nority representation on the board of trustees. He had
in mind an organization of such a nature that it would
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in effect be a local union of the employees, yet be more
to their advantage than affiliation with any national
labor union would be. It would give every employee a
voice in the conduct of those company affairs pertinent
to the employees, and in this his principal object was.
to make the men feel that they had a perfect right to
voice their opinions and then to provide a place for
this discourse to meet with official recognition. Mr.
Hild has a very firm conviction that with proper guid-
ance, employees can be counted upon to be absolutely fair
in their dealing with the company and that the more
confidence there is placed in them, the less trouble there
will be. Hence he was entirely willing to provide a
common meeting ground for company and employees,
and then welcome and encourage a free expression of
the thoughts of the men—an assembly popular in both
senses of the word. Such an arrangement takes away
all the argument for membership in a labor union, and
this was openly expressed as one of the motives for the
organization of the company brotherhood.

So, with the Tramway Mutual Aid Association as the:
ground work for the new organization, a rough draft
of the by-laws of the proposed brotherhood designed to

upplant the Mutual Aid Association was laid before
the trustees of the T. M. A. A. who circulated copies of
the proposed new by-laws among the men. Then, after
some four months of more or less discussion, the trus-
tees of the Mutual Aid Association took up the matter
for final action. A voluntary advisory committee of
twenty employees from all departments of the company
was called in and the by-laws gone over point by point,
thoroughly studied and discussed, and thus was evolved
in final form the existing by-laws of the present Tram-
way Brotherhood of Denver. These men, through their
participation in the detailed discussion, were enabled to

TO ALL TRAMWAY EMPLOYEES:

Some four months ago the management,
after careful study of the T. M. A. A., the
Hospital Fund and the Pension System, sub-
mitted to the Board of Trustees a number of
proposed changes in the T. M. A. A. and the
Hospital Fund. This found expression in the
proposed By-Laws and Agreement of The
Tramway Brotherhood, copies of which were
circulated among the trainmen for suggestions
and criticisms. Much favorable comment and
many valuable suggestions were made, and
finally on Tuesday evening, March 6th, the
Trustees of the T. M. A. A. undertook to act on
the proposed changes. Feeling their responsi- 5.
bility and wishing the further advice and sug-

UNDER THE TRAMWAY MUTUAL
AID ASSOCIATION

Four elected by men

Only part of employees belong

2. MEDICAL AND HOSPITAL SERVICE

Not part of T. M. A. A.
Supervised only by Tramway Company

3. BOARD OF NINE TRUSTEES

Five appointed by Company

Exactly the same under both plans

INSURANCE BENEFITS WHEN SICK

UNDER THE TRAMWAY
BROTHERHOOD

COMPARISON

1. MEMBERSHIP

|All employees will become members

Given to all Brotherhood members and
supervised by Trustees

Seven elected by men
Two appointed by Company

4. DUES

|Exactly the same under both plans

gestions of their fellow employees, they invited

to the Board meeting the following employees:

TRANSPORTATION DEPARTMENT
North: M. N. Heizer, W. J. O'Brien, J. Colestine.
East: G.E.Ames, H. M. Lee, E. A. Bodic.
South: A. J. Ronveaux, H. B. Griffin, J. W. Cornmesser.
Central: J.C, Adam, G.J. Griffin, F. D. Haney
ENGINEERING DEPARTMERT
W. L. Whitlock, Swan Anderson, R. Sparks, Chas. Loader,
H. W. Webh.
MECHANICAL DEPARTMERT
John Paul, L. E. Bodfish.

Freediscussion resulted 1n many further
suggestions, and finally, on the unanimous
recommendation of the voluntary advisory
committee, the Board unanimonsly voted for the
change and the adoption of "the By-Laws for
the Tramway Brotherhood of Denver and the
new agreement with the Tramway Company.

Every Employee is urged to sign the Membership Roll.

FRANK DAVIS, Chairman
JOHN GOLDSWORTHY
C. M. HOLDER

TOHN CONWAY

(Signed)

$6.00 per week, 1st Class
$4.50 per week, 2nd Class
$3.00 per week, 3rd Class

6. DURATION

Limited to 104 weeks

$10.00 per week, 1st Class
$ 7.50 per week, 2nd Class
$ 5.00 per week, 3rd Class

OF BENEFITS

104 weeks. Unlimited for employees 10
years or more in service in exceptional
and worthy cases

7. COMMENCEMENT OF SICK BENEFITS

Begin 10 days after disability

8. DEATH

Exactly the same
Paid by T. M. A. A.

Begin immediately if sickness lasts 14
days or more, otherwise begins 7 days
after disability

BENEFITS

Exactly the same

Paid by Tramway Company, leaving all
funds of Brotherhood for Hospital and
Medical and Sick Benefits

9. MEETINGS

No meetings of members
Only meetings of Trustees

Monthly meetings of Members as well as
of Trustees

without Medice!

NOTE: T.M.A. A mombers now In good standing will be o

and without changoe of duath benetit Insurance.

POSTER ANNOUNCING ESTABLISHMENT OF BROTHERHOOD
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go out and talk intelligently about the new association
among their fellow employees. In the same manner,
the plan was explained to employees of other depart-
ments, and in his talks with the men Mr. Hild very
plainly said that the plan was directly opposed to affilia-
tion with other labor unions or dictation or interference
by outside organizers as is evidenced in the opening
section of the by-laws of the brotherhood and quoted in
an earlier paragraph in the resolutions passed by the
men in repudiation of the recent work of the amalga-
mated association in Denver. By his very frankness of
speech he won the confidence of the men that there was
no ‘“nigger in the wood pile,” but that the idea was sim-
ply to provide the employees with all the advantages of
membership in a labor union and more but retain to
the company the privilege of dealing directly with its
own employees in any matters of difference instead of
being forced to negotiate through the medium of a na-
tional organization very remotely interested in the suc-
cess of the company as a business enterprise.

Finally, a petition, which simply obligated the men
to later join the brotherhood and adhere to the by-laws
governing the association and to recognize and submit
to the change from the Mutual Aid Association to the
brotherhood, was sent to each division of the transporta-
tion and to all other departments for the men to sign.
Posters placed in the division headquarters and in vari-
ous offices over the property, and reproduced herewith,
set forth the principal points of comparison of the two
organizations and showed conclusively the advantages
offered the employees in the new association. Within
forty-eight hours after the petitions were sent out, 98.5
per cent of the employees had signed. Of the remainder
1 per cent were out of the city and signed later upon
their return, and twelve men refused to sign, having
reasons of their own which they refused to express. A
significant thing is the fact that not a single trainman
refused to sign. With this acceptance of the plan, its
formal adoption was made on April 26, when officers
were installed and the board of trustees elected.

ORGANIZATION AND OPERATION OF
THE BROTHERHOOD

The object of the brotherhood as set forth in its by-
laws are threefold: The first is to provide for the relief
of its members in case of sickness, injury or disability
and to provide benefit in the event of death; the second
is to promote social relations and good fellowship among
the members and to secure such business benefits for
its members as may be attained by co-operation and
conference between employees and officials; and the
third is to aid in the education of its members in all
matters pertaining to a general knowledge of street and
electric railways, their equipment and operation, and to
promote the best conduct of the business of the Denver
Tramway Company for the mutual advantage of the
tramway brotherhood and the company.

Every employee of the company, regardless of de-
partment or rank, is included in the membership of the
brotherhood as long as he remains an employee and
pays the dues provided in the by-laws. Before being
entitled to any benefit of the organization, all members
are required to subscribe to the membership roll and
agree to support the by-laws of the organization.

The management of the brotherhood is vested in a
board of trustees consisting of nine members, of whom
four are elected from the transportation department,
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giving a representative from each of the four divisions,
cne member from the mechanical department, one mem-
ber from the ways and structures division of the engi-
neering department, one member from the power depart-
ment, and the president and treasurer of the brother-
hood. The general manager of the tramway company
is ex-officio president of the brotherhood, while the au-
ditor holds the office of treasurer in like manner. The
seven trustees representing the various departments of
the company are elected through the process of primary
and regular election, for periods of two years. This
arrangement gives a popular representation on the
board of trustees of four representatives for approxi-
mately 1000 transportation department men and threz
representatives for the 650 men in other departments.

The board of trustees holds at least one regular meet-
ing each month, and each board member is paid the sum
of $1 for attendance at the regular meeting. A monthly
meeting of the entire membership of the brotherhood is
held, and it has been the intention to concentrate all
activities of the employees in this one meeting, in the
hope that by reducing the number of meetings the in-
terest would be increased in the one. The programs at
the brotherhood meetings are, therefore, made to in-
clude all phases of the company activities, including
the A. E. R. A. company section technical papers, social
activities, safety discussions, and the business meeting
of the brotherhood at which the discussion of any griev-
ances is encouraged.

BENEFITS AND COSTS

Membership in the brotherhood requires participation
in the medical, surgical and hospital benefits, and all
employees are required to pass a physical examination
before being accepted. The dues for medical, surgical
and hospital service are 50 cents a month for all mem-
bers. For insurance benefit against sickness, injury or
disability, the dues are $1 a month for members whose
average monthly earnings are $80 or more, 75 cents a
month for those whose average monthly earning is be-
tween $60 and $80, and 50 cents per month for mem-
bers whose average monthly earning is less than $60.
These dues entitle a member to a benefit of $10, $7.59
and $5 per week respectively for the three classes, ex-
tended over a period of time as shown in the poster re-
produced on page 8. Death benefits of $1,000, $750
and $500 for the three classes respectively are car-
ried by the company for the benefit of the members of
the brotherhood. When death benefits are due the pay-
ments are made by the company into the treasury of the
brotherhood, which in turn disburses these mortuary
funds to the beneficiaries. Providing he has passed the
prescribed medical examination, a man is accepted for
insurance as soon as he is hired by the company. When
payment of pensions to employees is made it is accepted
in place of insurance and death benefits and releases the
company-and the brotherhood from all other obligations.
Pensioned employees, however, are entitled to medical,
surgical and hospital service, provided they continue to
pay dues into the brotherhood during the time they are
pensioned.

The collection of dues is made by the company for the
brotherhood without charge by deducting the amount
from the pay checks of all those employees who are paid
regularly by check. The trainmen pay voluntarily out
of their own pocket the amount of the dues between the
first and fifteenth of each month.
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NEW MELBOURNE TRAMWAY—METHOD ADOPTED FOR POLE ERECTION, AND VIEW SHOWING SUBSTRUCTURE AND
SUBSOIL DRAIN FOR TRACK

A Recent Australian Tramway

This New Australian Electric Line Includes 12 Miles of Track Laid
with go-Lb. Rail on Hewn Ties—Standard Span-Wire Construc-
tion Has Been Installed for the Contact System, and the Cars
Are Similar to the California Type Used on the Pacific Coast

By STRUAN ROBERTSON, Assoc. Mem. Inst. C. E.

Engineer and Manager Melbourne, Brunswick & Coburg Tramways

Tramway is the most recent example of Australia’s

semi-suburban electric railways. Melbourne, with
its suburbs, has a population of roughly 600,000
people, but there is mno central municipal control,
since it is cut up into several small cities, towns and
boroughs, and each of these has its municipal affairs
controlled by its own elected council. The system of
control adopted for new projects has by an act of
Parliament been constituted a tramways trust, whose
members are elected by the municipalities concerned.
The tramways have been constructed and are being
operated under these controls in the interests of their
constituent bodies. The

T HE new Melbourne, Brunswick & Coburg Electric

tiles with frequent outfalls. This has been provided
for the full length of tracks. In addition, an 8-in.
depth of graded ballast has been used below the ties.
For pavement of the roadway adjoining the rails a
“gilsonite” asphaltic-concrete surfacing has been
adopted, vitrified bricks being installed against the rails
to prevent the asphalt surface from being broken down
along the line of contact between the rail metal and the
paving.

The rails weigh 90 1b. to the yard, and they are British
standard, grooved-girder section on tangent track. A
similar type of rail weighing 96 1b. to the yard is used
on all curves of less than 150 ft. radius. The rail heads
are curved with a radius

capital for construction
was obtained by loans ad-
vanced on the securities of
the various municipalities
concerned.

The new tramway has
a total route of 7 miles, of
which 5 miles are double-
track and 2 miles single-
track, making 12 track-
miles in all.

The permanent way
construction has several
special features that are
unusual in  Australas-
ian construction. Among
these is the use of a sub-
soil drain of agricultural

NEW MELBOURNE TRAMWAY—VIEW OF SUBSTATION
SWITCHBOARD

of 12 in. The sharpest
curves on the system are
of 50 ft. radius. On
curves of 60 ft. radius or
less the inside rail is fitted
with a removable, rolled
manganese-steel flange.
All rails are made of sil-
icon steel, under the Sand-
berg patents.

For the ties native
hardwoods, i.e., red gum,
iron bark and gray box
are used. All ties are
hewn and they are spaced
on 27-in. centers. It is
expected that the ties will
have thirty years of life.
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NEW MELBOURNE TRAMWAY-—COMBINED OPEN AND CLOSED CAR

No tie bars or brace plates ‘are used, and the heaviest
axle load is not more than 8 tons.

Overhead construction is of side-pole span type.
Steel poles are used throughout 5 miles of the route, and
native iron-bark poles, neatly dressed, on the other 2
miles of the route. Non-fouling trolley wire with me-
chanical ears has been adopted.

A 5000-volt, three-phase, 50-cycle current supply is
purchased from the electric supply department of the
Melbourne City Council. Payment is made on a maxi-
mum demand system at a price which works out to

approximately 2 cents per alternating-current unit de-
livered. The tramway has installed its own substation,
which is equipped with two 200-kw. rotary converter
sets, a 50-kw. general service power and lighting trans-
former and two 10-kw. series transformers for track
lighting, the whole being controlled from a handsome
black-slate switchboard. All the substation equipment
has been supplied by the Australian General Electric
Company, Ltd.,, Melbourne, representing the General
Electric Company, New York. Space has been provided
for increasing the capacity of the substation to 1600 kw.

NEW MELBOURNE TRAMWAY—VIEW SHOWING DEPOT YARD, OFFICE BUILDING AND CAR STORAGE
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for traction purposes when the growth of traffic makes
this necessary.

At present there are twelve cars in service. These are
mounted on single trucks of the Brill 21-E type, having
7-ft. rigid wheelbase and 33 in. rolled-steel wheels. The
car bodies were manufactured in Australia and are of
the combination saloon and open type, having a seating
capacity of forty-four. The over-all length is 35 ft.,
and the weight is 23,500 lb. Each car is equipped with
two GE-241 box-frame motors rated at 55 hp. This
motor capacity enables the car to maintain with five
stops per mile a schedule speed of 12 m.p.h. Other fea-
tures of the equipment are form K controllers and GE
straight-air brakes. These cars are the first street rail-
way equipments in Melbourne to be fitted with pneu-
matic brake equipment.

One carhouse serves the entire property. This in-
cludes under one roof storage for twenty cars, a work-
shop fitted with a 200-ton wheel press, a wheel lathe, an
8-in. lathe, a radial drill press, a sensitive drill, an emery
and buffing wheel, and a wet emery stone. All of these
tools have individual direct motor drives from three-
phase, 50-cycle, 415-volt induction motors. The same
building contains the substation, store, offices for staft
and a messroom for the men. The complete installation,
which was designed by and constructed under the super-
vision of the writer, was completed and placed in regular
service on Oct. 28, 1916.

A Cartoon Summarizing Current

Conditions

The accompanying drawing, made for this paper by
John F. Burroughs of Baltimore, Md., tells its own
story.

As the readers of the ELECTRIC RAILWAY JOURNAL
know full well, the line which must operate on a 5-cent
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HOW MUCH LONGER CAN A 5-CENT FARE LINE SURVIVE?

fare is pitilessly bombarded by rising wages and costs
of materials, well typified, as the artist has done here,
by the dirigible and the airplane raining destruction
from the clouds.
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The Librarian’s Real Duties

President Brush Outlines the Value of a Company
Library and Competent Librarian to the
Executive and His Staff

N a comprehensive address delivered on June 25 by

Matthew C. Brush, president of the Boston (Mass.)
Elevated Railway, before the Special Libraries Asso-
ciation at Louisville, the importance of the duties of
the so-called librarian, properly executed, were pointed
out. The address appears in full in the June issue of
Special Libraries, published by the association. It may
be said here that the Boston Elevated Railway has an
extensive and up-to-date library, and President Brush
Is no doubt in a position to speak of its possibilities
as an efficient information bureau. In his opinion, the
employees of the company must necesarily -depend on
the librarian to make readily available to them such
information as pertains to their business, and they
should be made to feel that such material will be placed
at their command. They should be made to feel further
that instead of supplying information as a favor, the
librarian is always glad to be of assistance; that he
welcomes the inquiry of an office boy as well as the
perplexing questions of an expert, and that he will
continue to work in their behalf when once he knows
their wants.

To all the different members of the staff of the com-
pany the librarian can be no less helpful, provided his
familiarity with the business is broad enough to enable
him to look at it from different points of view and
understand, to some extent at least, the problems of
each official. His particular duty should be to ac-
quaint himself with the needs of the staff and to bring
to their attention new articles of interest of which it
has been his opportunity to learn. The staff should
feel that ithey can confide in the librarian many details
regarding their problems in order that the latter can
work advantageously in securing desired information.
To this end he, having knowledge of the lack of mate-
rial on certain subjects, should co-operate with the edi-
tors of periodicals in order to remedy the condition.
Moreover, with a knowledge of the needs of the staff
he would be much more able to detect articles bearing
upon the business of the company, which would other-
wise appear to be of no interest.

The librarian can do much, Mr. Brush said, to lighten
the work of an executive, who would thereby have more
time to give to his greater responsibilities. In so doing,
information should be presented in a form digested or
abstracted so that it could be grasped by the executive
with the greatest economy of time. The librarian can
even recommend to his company ideas which he notes
from his reading have been successfully applied by other
concerns. The importance of this service was expressed
by Mr. Brush in the following statement:

“In fact, the so-called librarian can build a place for
himself in every firm, corporation or company, if he
desires to do so, and if he possesses an intimate ac-
quaintance with the various methods of getting in-
formation aside from books, periodicals, pamphlets, etc.,
standing as he should at the elbow of an executive,
demonstrating his ability to advise how various mat-
ters have been viewed by different minds and reporting:
why certain schemes were a success or failure, it would
seem as if a more fitting title could be thought of for
him than that of librarian.”
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Insulator and Cable Problems
Discussed by A. I. E. E.

At a Business Session of the American Institute of Electrical Engineers Held in New York
on June 27 and 28 Insulator Deterioration and Cable Heating
Were Among the Topics Taken Up

Institute of Electrical Engineers this year took
the place of the regular annual convention which
had been scheduled to be held at Hot Springs, Va., dur-

: BRIEF business convention of the American

would undoubtedly have been discovered in the inter-
mediate resistance stages if porosity were the predom-
inating cause of failure. Cracks of more or less long
standing have been identified in the majority of cases

ing the latter part of June.

papers and discussions on a
list of topics of limited range.

There was no session de-
voted to electric railways, but
a number of the papers con-
tained much of value to those
responsible for the power end
of the electric railway busi-
ness. Among these were a
group of four papers on high-
tension cables, and another
group of three papers on
high-tension insulators. . A
number of the salient points
in the papers and the dis-
cussions which may be of
interest and value to electric
railway men are summarized
below.

DETERIORATION OF HIGH-TEN-
SION INSULATORS

The three papers on the
subject of high-tension insu-
lators covered largely the same

The meeting was held in
New York and consisted of two days of reading of

|

“The rapid development of the art has
rendered much transmission apparatus ob-
solete, and the insulator is by no means an
exception. When in addition to this, we
take into consideration that little is gen-
erally known even at the present time as to
the conditions under which the insulator has
to operate and the necessary properties in
same to withstand these conditions, it is
surprising that the insulator has reached
its present state of perfection.”

—A. O. AUSTIN

“The continued and serxously high rate
of deterioration occurring in all parts of the
country in high-voltage suspension insula-
tors of the cap and stud type, has caused
mvestlgators in their efforts toward the de-
sign of a durable insulator, to make a more
careful study of the problem than hereto-
fore. * * * In view of the number of factors
involved * * * it is not only natural, but in
fact a favorable sign of active and thorough
investigation, that somewhat different views
may at first be held as to the predominat-
ing causes of insulator deterioration by
those engaged in making such studies.”

—J. A. BRUNDIGE

That was the

where it has been possible to carry on post-mortem ex-
aminations on defective insulator units.

The relatively
good showing made by some
earlier types of insulators in-
dicate that porosity is not the
factor of most immediate con-
cern.

QUARTZ SUGGESTED AS SUB-
STITUTE FOR PORCELAIN

The general insulator situ-
ation was summed up by W.
D. Peaslee, consulting engi-
neer, Portland, Ore.,, who be-
lieved that four factors are of
predominant importance in
connection with deterioration,
as follows: Mechanical
stresses due to temperature
changes and moisture; dielec-
tric flux concentration due to
improper design and to de-
fects in the porcelain; dielec-
tric flux concentration due to
the non-homogeneous charac-
ter of the porcelain, and me-
chanical stresses due to dif-

trouble, namely, insulator deterioration.
subject of one by J. A. Brundige, Electric Bond & Share
Company, who discussed particularly expansion effects
as a cause of deterioration. The engineers of this com-
pany have arrived at the belief that expansion effects
are causing the major part of insulator deterioration.
Expansion in the steel studs on hot days is doubtless
responsible for much of the trouble. Expansion also
takes place inside insulator caps where Portland cement
has been used for assembling. Such expansion in
cement was clearly indicated in some experiments cited
by the authors where numerous hair cracks were found
to have developed throughout the mass of cement
briquettes due to expansion and contraction under vary-
ing moisture conditions.

As evidence confirming Mr. Brundige’s contention, he
called attention to the following facts: No evidence of
importance is at hand showing that electrical stresses
have caused deterioration. In general, losses of insula-
tors in service do not bear any apparent relation to the
degree of firing of the porcelain. Deterioration appears
to take place quickly and, as slightly porous wear ab-
sorbs moisture only slowly, large numbers of insulators

ferences in coefficients of expansion of the constituents
of the porcelain itself. He called attention to the
fact that deterioration may take place independently
of electrical stresses, quoting an example from the Pa-
cific Coast where the percentage of deterioration in a
lot of several hundred insulators, left over from line
construction and remaining in the original crates, was
practically the same as that occurring in the ones in
service. The crates were of the usual open type and
had been stored in a yard for a period of approxi-

mately four years.

In Mr. Peaslee’s opinion the porcelain insulator as
commercially available to-day is not a success in that it
is deteriorating too rapidly both in and out of use. To
overcome the defects there must be a correct apprecia-
tion of the mechanism of breakdown and the applica-
tion of direct principles of electric flux distribution.
He finds that quartz has many advantages for insulator
manufacture, and he is experimenting to eliminate the
difficulties in the way of making satisfactory commer-
cial quartz insulators.

In another paper in which present practice in the
design and manufacture of high-tension insulators was
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described by A. O. Austin, chief engineer Ohio Insula-
tor Company, the statement was made that under the
conditions of development of the high-tension insulator
it is surprising that it has reached the present state
of perfection. However, the very nature of the dielec-
tric, the necessarily low cost due to the large number
of insulators required, and the many hazards to which
insulators are subjected in operation give us no right
to expect that a line can be equipped with insulators
which have absolutely no depreciation.

The cracking of insulators is by far the most serious
cause of depreciation on most lines. Examination of
many insulators which have cracked on the line indi-
cates that the largest and apparently strongest insula-
tors crack soonest, and also that the size, shape and
number of the cemented joints affect the cracking.
Much effort has been expended to incorporate in the
modern type insulator a few strong parts, small heads
with corresponding cement sections and areas, mini-
mum amount of nesting permissible with mechanical
reliability and elasticity in the joints. The last-named
item was considered by Mr. Austin to be of great impor-
tance, and he stated as the requirements for a satis-
factory insulator joint that there must be a minimum
area for a given grip, an absence of slipping, and an
elastic yield or ability to distribute a heavy load. A
coated sanded surface fulfills these requirements to a
marked degree. In conclusion, he insisted, among other
things, that the abnormally low depreciation and suc-
cessful performance of well-insulated lines under the
severest conditions show that the modern insulator is
very successful compared to the earlier products. For
old lines it is well to consider the hazard increasing with
time due to an increasing rate of depreciation. To main-
tain a given standard of performance it is then neces-
sary either to split up the system into smaller sections
as the line becomes older or to go over the line at de-
creasing intervals of time to remove the faulty materiai.

DISCUSSION ON INSULATORS

Comment on the above papers brought out a number
of practical points from the operator’s standpoint. For
example, it was shown that while a broken unit in a
multiple-part insulator may not ruin it electrically it
may do so mechanically, hence cracking is a doubly
serious matter. Another point was that while seasonal
changes have a tendency to cause deterioration in cap
and stud units this need not result especially with
newer units. There was some debate as to the merits
of two-part versus three-part insulators, it being held
that while the relative effect of the loss of one part is
greater with the former than the latter, to offset this
there is greater reliability throughout in the insulator
with fewer parts. There was general agreement on
the desirability of weeding out weak insulators in secur-
ing economical maintenance. In reference to the pro-
posed quartz insulator, one speaker said that, while
quartz will withstand heavy arcing and will not crack
under sudden cooling from water, it may become brittle
at 150 to 200 deg. Fahr.

HiGH-TENSION CABLE PROBLEMS

In the opinion of John L. Harper, chief engineer,
Hydraulic Power Company, Niagara Falls, N. Y., as
expressed in a paper, the present abnormally high cost
of underground cables renders it unusually necessary
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for operating engineers to devise ways and means for
working present cable installations to a capacity much
greater than they were supposed to have. From his
paper one may infer that he thinks it is to be done
through having full knowledge of the causes of cable
failures. These failures he attributes to poor joints,
mechanical abrasion and overheating. The joints may
be poor due to improper workmanship or to the use
of a joint-filling compound that has not the same char-
acteristics as the insulating compound used in the cable
itself. Experience and practice are necessary to insure
well-made joints, and manufacturers can supply suit-
able joint-filling compounds if requested. There seems
to be no cure for the evils of mechanical abrasion of
lead sheath except to let nature take its course.

In order to increase the capacity of cables without
overheating, Mr. Harper suggests, for new and perma-
nent construction, provision for dissipating heat by
water, if possible so constructing conduit systems that
the ducts can be flooded and cables operated under prac-
tically submarine conditions. By this means the car-
rying capacities of underground cables could be made
nearly to approach those of bare aerial conductors.

On the same general subject as that covered by Mr.
Harper were the specifications for making cable joints
for voltages from 10,000 and upward as presented by
D. W. Roper, superintendent of street department, Com-
monwealth Edison Company, Chicago, Ill. He recom-
mended in particular the following points: Liberal cut-
ting back of the sheath to prevent injury to the insula-
tion during the making of the joint. The use of copper
splicing sleeves of liberal cross-sectional area, at least
equal to that of the conductor, and of a length about
four times the diameter of the conductors. The elimi-
nation of sharp points and edges in the splicing sleeve.
The use of solid insulation to hold the conductors in
fixed positions, and of filling compound of suitable
dielectric strength not materially affected at the maxi-
mum operating temperature; this compound to be non-
hygroscopic, free from tendency to form cracks in cool-
ing or in cold weather, sufficiently fluid to flow into all
air spaces before becoming chilled, and capable of re-
moval without injury to insulation, and not having an
excessive coefficient of expansion. Application of insula-
tion and compound in such a way as to prevent the
formation of air pockets or voids. Careful exclusion
of all moisture. The use of care to prevent compound
from running back into cable at high temperature if
compound with low-melting point is used. Suitable
identification of the joint as to the workman making it.
Safeguarding the joint from mechanical injury.

The results of some tests on dielectric losses in high-
tension cables were given by two testing engineers, A.
F. Bang and H. D. Louis, who are connected with electric
power companies. They studied the losses in several
samples of cable installed in a special testing conduit
and subjected to temperature from normal up to very
high values. They showed how, by plotting curves,
between watts loss per foot and temperature, represent-
ing both the heat-dissipating capacity of the conduit
and the dielectric losses. in the cable, it is possible to
calculate the allowable copper loss and hence the operat-
ing capacity of the cable.

W. S. Clark and G. B. Shanklin, of the General Elec-
tric Company, Schenectady, N. Y., gave the results of
elaborate tests on insulation characteristics of high-volt-
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age cables, directing attention to the fact that prac-
tically all failures on such cables can be attributed to
heating. This heating occurs at certain “hot spots,”
which particularly are effective in limiting the allowable
current in the cable because of the rapid rise of dielec-
tric loss with temperature and its cumulative tendency
at high temperature. The tests made by Messrs. Bang
and Shanklin yielded a vast collection of data which
are available to cable experts.

Naturally a salient point in the discussion on cables
was that raised by the suggestion of artificial cooling.
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The objections to flooding ducts were that the manholes
must be pumped out for making repairs, there is in-
creased danger of electrolysis, and water containing
much air is apt to cause rapid oxidation. The intelli-
gent forcing of cables was recommended although at-
tention was also directed to the fact that some cable
trouble is caused by use under conditions not origin-
ally contemplated. Another point emphasized by one
of the speakers was the importance of radiation from
the ducts which should be so constructed as not to im-
pede radiation.

Fare Increases Already Granted

Sixty-Seven Companies Have

Obtained Permission to Raise Rates Since

1914—

Massachusetts, Where Capitalization Has Long Been Under State Control,
Leads in Important Cases—Municipal Lines Are Included

tric Railway Association has prepared a list of

electric railways which have obtained fare in-
creases of some sort since the year 1914. Twenty-one
States and the Dominion of Canada are represented. In
all, sixty-seven cases are cited in which fares have
actually been raised. The bureau has endeavored to
include all increases up to June 1, 1917.

An interesting feature of the list is the fact that
more important fare increases have been granted in
Massachusetts than in any other division in the list.
This is an effective answer to those who claim that the
necessity for increased revenue arises largely from over-
capitalization, since in Massachusetts the issuance of
securities by public utilities has been under the super-
vision of the State authorities for more than thirty
years. Hence in this State, at least, there is very little
complaint of watered stock.

Tt will be noticed that the Canadian list includes three
municipally owned lines, which seem to have no better
means of escaping consequences of increased costs of
production than the privately owned enterprises.

The list as compiled by the association, showing the
references from the ELECTRIC RAILWAY JOURNAL,
follows :

THE bureau of information of the American Elec-

ARKANSAS

Fort Smith Light & Traction Company, Fort Smith, Ark.:

OCTOBER, 1915—The company announced discontinuance
of practice of selling twenty-five tickets for $1. (E. R. J.,

Vol. 46, 931.)
CALIFORNIA

Glendale & Eagle Rock Railway, Glendale, Cal.:

MARCH, 1914—Application made for permission to dis-
continue sale of twenty-ride commutation tickets at 50 cents
and to substitute in lieu a regular fare of 5 cents. (E. R.
J., Vol. 43, 611.)

MAy, 1914—Application granted by California Railroad
Commission (order not applicable to children under
eighteen years of age). (E. R. J., Vol. 43, 1012.)

Los Angeles (Cal.) Railway:

APRIL, 1915—District Court of Appeals upheld the right
of the company to charge 10-cent fares from city to Eagle
Rock, ete. (E. R. J., Vol. 45, 777.)

San Diego & Southeastern Railway, San Diego, Cal.:

_ JANUARY, 1916—Application of company for an increase
in freight and passenger rates approved by California Rail-
road Commission. One-way fare between Third Street and
city limits to remain 5 cents. (E. R. J., Vol. 47, 104.)

San Francisco, Napa & Calistoga Railway, Napa, Cal.:

MAY, 1917—Authorized by California Railroad Commis-
sion to increase monthly commutation rate between Napa
and Vallejo from $5 to $6. (E. R. J., Vol. 49, 937.)

CONNECTICUT

Bridgeport & Danbury Electric Railway, Bridgeport, Conn.:

OCTOBER, 1916—Announcement that company operating
a line between Bridgeport and Longhill will hereafter con-
stitute its line into two fare-zones in each of which the fare
will be 6 cents. (Municipal Journal, Sept. 21, 1916.)

Groton & Stonington Street Railway, Norwich, Conn.:
MARcH, 1917—Copper-zone system (2-cent zones instead

of 5-cent) held as not unreasonable by Public Utilities

Commission. (E. R. J., Vol. 47, 582, 1062 and 1089; Vol.

49, 618.)
GEORGIA

Augusta-Aiken Railway & Electric Company, Augusta, Ga.:

JANUARY, 1914—Petition asking for an increase in rates
on lines in South Carolina from 1 cent to 2 cents per mile
allowed by South Carolina Railroad Commission. Increase
to go into effect June 1, 1915. (E. R. J., Vol. 44, 985, 1121,
1222; Vol. 45, 77, 118, 159, 1050; Vol. 46, 423.)

IDAHO
Idaho Traction Company, Boise, Idaho:
Avcust, 1915—The company filed a schedule of rates
with the Public Utilities Commission calling for increases
in mileage rates. This was partially allowed by the com-

mission, the company not to charge more than 5 cents
within city limits. (E. R. J., Vol. 46, 128; Vol. 47, 801.)

ILLINOIS

Lincoln Railway & Heating Company, Lincoln, IlL:

NovEMBER, 1915—Company discontinued sale of
tickets for 25 cents. (E. R. J., Vol. 46, 1145.)

INDIANA .
Fort Wayne & Northern Indiana Traction Company, Fort
Wayne, Ind.:
OCTOBER, 1915—Application for permission to revise in-

terurban passenger fares to 2 cents per mile, ete., granted.
(Public Utility Reports, 1915 B, 1094.)

Indianapolis, Columbus & Southern Traction Company,
Columbus, Ind.:
NOVEMBER, 1915—Increase from 13 cents to 2 cents per
mile announced. (E. R. J., Vol. 46, 1145.)
Gary & Interurban Railroad, Gary, Ind.:

Jury, 1916—Public Service Commission permitted dis-
continuance of practice of selling fifty-four tickets for
$2.15 (1% cents per mile), this being considered too low.
(E. R. J., Vol. 48, 39.)

Union Traction Company of Indiana, Anderson, Ind.:

APRIL, 1916—Increases in fares through substitution gf
copper-zone system (2 cents per mile) for low fares in

six
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franchise allowed by Public Service Commission. The in-
crease will in some instances amount to more than 100
per cent. Former rates were declared discriminatory. (E.
R. J., Vol. 47, 799.) '

MAINE

Atlantic Shore Electric Railway, Sanford, Me.:
JANUARY, 1915—Filed new passenger tariff calling for

cancellation of all reduced rates now in force and certain
other increases in fares. (E. R. J., Vol. 45, 159.)

MARYLAND

Cumberland & Westernport Electric Railway, Cumber-
land, Md.:
FEBRUARY, 1915—Increased price of 100-ticket books
from $4 to $4.50. (E. R. J., Vol. 45, 355.)

MASSACHUSETTS

Middlesex & Boston Street Railway, Newtonville, Mass.:

JuLy, 1914—Notice filed with Public Service Commission
of a proposed increase in rate of fare effective Aug. 3,
1914, from 5 cents to 6 cents for every ride between any
two fare limits, with an additional charge of 1 cent for
every transfer issued. (E. R. J., Vol. 44, 146.)

AUGUST, 1914—Proposed increase in rate of fare sus-
pended by commission until Oct. 1, 1914. (E. R. J., Vol.
44, 278.)

NOVEMBER, 1914—Case appealed to Massachusetts Su-
preme Court. (E. R. J., Vol. 44, 1180. See also Vol. 44,
543, 591 and 792.)

Prf\)lvidence & Fall River Street Railway, Swansea Center,
Tass.:

JANUARY, 1914—Public Service Commission notified of
proposed increase in rates for local passengers from 5 cents
to 6 cents per passenger per fare zone, effective Feb. 1,
1914. The increase was approved by the commission. (E.
R. J., Vol. 44, 209 and 692.)

Blue Hill Street Railway, Canton, Mass.:

~ JuLy, 1915—Public Service Commission granted increase
in fares from 6 cents to 8 cents or seven tickets for 50
cents. (E. R. J., Vol. 46, 226.)

New Bedford & Onset Railway, New Bedford, Mass.:

. SEPTEMBER, 1915—Public Service Commission granted an
increase in fares from 5 cents to 6 cents for each existing
fare limit and reduced rate tickets from twenty-four for
$1 to twenty for $1. (E. R. J., Vol. 45, 819, 863, 959 and
1136; Vol. 46, 628.)

Norfolk & Bristol Street Railway, Foxboro, Mass.:

IPEBRUARY, 1915—Six-cent unit fare granted by Public
§§Z\;we Commission. (E. R. J., Vol. 45, 1136; Vol. 46,

Bristol & Norfolk Street Railway, Randolph, Mass.:

APRIL, 1916—Petitioned Public Service Commission for
permission to increase fare from 5 cents to 6 cents. (E.
R. J., Vol. 47, 716.)

OCTOBER, 1916—Permission granted. In this case a street
railway operated at a loss was authorized to increase the
cash fare from 5 cents to 6 cents; to sell ten school tickets
for 30 cents to pupils entitled to half fare, rather than
ten tickets for 25 cents; and to discontinue the practice
of charging half fare between the hours of 6 a.m. and 8
a.m. and 4.30 p.m. and 6.30 p.m. (E. R. J., Vol. 47, 841;
Vol. 48, 469 and 553.)

Bay State Street Railway, Fall River, Mass.:

'I\IARCH, 1916—Withdrawal from sale of strips of six
tickets for 25 cents in the city of Fall River approved by
Massachusetts Public Service Commission. (E. R. J., Vol.
48, 1179; Vol. 49, 56 and 457.)

Bay State Street Railway, Boston, Mass.:

OcCTOBER, 1916—Public Service Commission, having been
notified of intention to establish a 6-cent fare unit on all
of the company’s lines, denied the increase, but did allow
increases on rural lines. (E. R. J., Vol. 47, 468; Vol. 48,
412, 444 and 514.)

Col{llcord, Maynard & Hudson Street Railway, Maynard,
ass.:

_APRIL, 1917—Authorized by the Public Service Commis-
sion to establish a copper-zone system of fares with a
minimum fare of 6 cents and a rate of 2 cents per mile
to be charged in excess. Present fare on the main line
is 6 cents, with zones from 3 to 4 miles in length. Under
new system road will be divided into 1-mile zones. (E. R.
J., Vol. 49, 846.)
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Massachusetts Northeastern Street Railway, Haverhill,

Mass.:

OCTOBER, 1916—Proposed increase from a 5-cent unit zone
fare to a 6-cent unit, together with proportionate increases
in the charge for school children’s and workmen’s tickets,
allowed by Massachusetts commission in part. (E. R. J.,
Vol. 46, 1145; Vol. 48, 951 and 1038.)

Norwood, Canton & Sharon Street Railway, Canton, Mass.:

APRIL, 1917—Public Service Commission permitted com-
pany to increase fare from 5 to 7 cents, and authorized it
to sell ten tickets for 65 cents and sixteen for $1. School
tickets to be sold at ten for 35 cents instead of ten for
25 cents. (E. R. J., Vol. 48, 1081; Vol. 49, 322 and 893.)

Ware & Brookfield Street Railway, Ware, Mass.:

MARCH, 1917—Fare increases amounting to a maximum
of 3 cents above an existing 7-cent rate allowed by the
Public Service Commission. Changes in rates requested
included the shortening of a fare zone between Ware and
Gilbertville, establishment of a 7-cent cash fare for every
local ride within the limits of every fare zone except one,
regular cash fare between above points to be 10 cents in-
stead of 7 cents, increase of workmen’s fares from 5 cents
to 7 cents between above points and establishment of a
12-cent workmen’s fare from Ware to West Brookfield or
intermediate points in place of the former rate of 10 cents.
(E. R. J., Vol. 49, 665.)

Worcester & Warren Street Railway, West Warren, Mass.:

ApPriL, 1917—The Public Service Commission was peti-
tioned for authority to increase the passenger fare unit
from 6 to 7 cents between West Warren to Spencer, the
6-cent unit having been in force ten years. The 7-cent
unit was authorized. Workmen’s tickets valid week days,
5 to 7, morning and afternoon, to be sold 50 .for $3 (form-
erly 100 for $5). Age limit for children carried free re-
duced from 6 years to 5 years. Extra fare to be charged
for every package carried on platform. (E. R. J., Vol.
49, 185, 411 and 711.)

MISSOURI

Illinois Traction System, St. Louis, Mo.:

JANUARY, 1915—Application to be made to Public Service
Commission and Interstate Commerce Commission for per-
mission to increase fare from 5 cents to 10 cents between
St. Louis and Granite City, I1l. The franchise provided
for 5-cent fare. (E. R. J., Vol. 45, 159; Vol. 47, 475, 840,
881 and 1207; Vol. 48, 995.)

DECEMBER, 1916—Increase allowed by Interstate Com-
merce Commission. (E. R. J., Vol. 48, 1222 and 1269.)

NEW HAMPSHIRE
Manchester & Derry Street Railway, Manchester, N. H.:

OCTOBER, 1916—Increase from 5-cent to 8-cent unit fare
allowed by Public Service Commission. (E. R. J., Vol. 46,
1059; Vol. 48, 952.)

Manchester & Nashua Street Railway, Manchester, N. H.:

OCTOBER, 1916—Increase in fare unit from 5 cents to 7
cents authorized by Public Service Commission—retention
of school children’s fares and commutation tickets on a
5-cent basis recommended. (E. R. J., Vol. 46, 1059; Vol.
48, 851.)

Massachusetts
Mass.:
See under Massachusetts. Petition similarly approved
in part by New Hampshire commission for company’s lines
in that State. (E. R. J., Vol. 48, 1038.)

NEW JERSEY
Burlington County Transit Company, Mount Holly, N. J.:
MARrcH, 1916—Petition to increase fare between Moores-
town and Mount Holly and Mount Holly to Burlington
from 10 cents to 15 cents presented to Public Utilities Com-
mission. (E. R. J., Vol. 47, 477; Vol. 48, 81 and 912.)
NOVEMBER, 1916—Increases allowed on condition that im-
provements be made. (E. R. J., Vol. 48, 1223.)

New Jersey & Pennsylvania Traction Company, Trenton,
N. J.:

Northeastern Street Railway, Haverhill,

JUNE, 1916—Increase in fare (10 to 15 cents) between
Princeton and Trenton ordered after valuation by Board
of Public Utilitiess Commissioners (zone fare). Upon
appeal being taken to New Jersey Court of Errors and
Appeals, commission’s jurisdiction and order was upheld.

OCTOBER, 1916—The application to Board of Public Utili-
ties Commissioners for permission to increase rate between
Trenton and Philadelphia from 15 cents to 20 cents, denied
in April, 1915, was allowed, tickets to be still sold at twelve
for $1—four 5-cent zones created. (E. R. J., Vol. 45, 819;
Vol. 46, 1279; Vol. 48, 911.)
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NEW YORK

Schenectady (N. Y.) Railway:

MAy, 1914—The complaint of city of Schenectady, ask-
ing that company be required to resume sale of six tickets
for 25 cents, dismissed by Public Service Commission. (E.
R. J., Vol. 43, 1232))

Hudson Valley Railway, Glens Falls, N, Y.:

DECEMBER, 1914—Tariff increasing fares, effective Jan.
1, 1915, filed with Public Service Commission. (E. R. J.,
Vol. 44, 1368.)

International Railway, Buffalo, N. Y.:

AvucusT, 1914—Notice of a proposed increase in fare be-
tween North Tonawanda and La Salle from 10 cents to
15 cents (effective Sept. 15, 1914), filed with Public Service
Commission. (E. R. J., Vol. 44, 407.)

New York State Railways, Rochester, N. Y.:

OCTOBER, 1914—Increases in suburban fare sustained by .

Public Service Commission in part.
and 1274.)
New York State Railways, Syracuse, N. Y.:

NoVvEMBER, 1914—Tariff filed with Public Service Com-
mission (effective Dec. 15, 1914), providing for increase
in joint one-way fares from a number of points. (E. R.J.,
Vol. 44, 1222.)

Buffalo & Lake Erie Traction Company, Buffalo, N. Y.:

JANUARY, 1915—Announced increase in local one-way fare

between Irving and Silver Creek from 7 cents to 10 cents,
effective Jan. 24, 1915. (E. R. J., Vol. 45, 119.)

Fonda, Johnstown & Gloversville, Gloversville, N. Y.:

FEBRUARY, 1915—Tariff filed with Public Service Com-
mission, effective Feb. 1, 1915, calling for a general ad-
vance in fares. (E. R. J., Vol. 45, 159.)

International Railway, Buffalo, N. Y.:

FEBRUARY, 1915—Notice of proposed increase in round-
trip fare between Buffalo and Lockport from 50 cents to
60 cents and other changes filed with Public Service Com-
mission. (E. R. J., Vol. 45, 441.)

Newark & Marion Railway, Newark, N. Y.:

FEBRUARY, 1915—Tariff filed with Public Service Com-
mission, effective March 17, 1915, increasing cash and ticket
fares. (E. R. J., Vol. 45, 441.)

New York State Railways, Oneida, N. Y.:

APRIL, 1915—Tariff filed with Public Service Commi.s-
sion calling for advances in local bne-way and round-trip
ticket fares and chartered car rates effective May 14, 1915,
on Oneida and adjacent lines. (E. R. J., Vol. 45, 819.)

Orange County Traction Company, Newburgh, N. Y.:

APRIL, 1915—Announcement of an increase in fares
(local one-way) between Newburgh and Orange Lake Park
or between Walden and Orange Lake Park from 5 cents
to 10 cents, between the hours of 2 p.m. and 12 o’clock
midnight. (E. R. J., Vol. 45, 777.)

Geneva, Seneca Falls & Auburn Railroad, Seneca Falls,

N, Y.:

APRIL, 1917—Public Service Commission permits com-
pany to place into effect a new passenger tariff adding a
5-cent fare zone between Geneva and Waterloo. Twenty-
ticket commutation books will continue to be sold for $2,
good during morning and evening rush hours. Twenty-
ride ticket books, good at any time, will be sold for $2.50.
(E. R. J., Vol. 49, 665.)

United Traction Company, Albany, N. Y.:

MARCH, 1917—Following denial by Public Service Com-
mission of an increase in fares from 10 cents to 15 cents
(with full transfers) between Albany and Troy, the com-
pany filed a fare tariff for this line providing for the
elimination of transfers to city lines in the terminal cities.
This was allowed by the commission. (E. R. J., Vol. 48,
1040 and 1319; Vol. 49, 412, 667 and 713.)

OHIO

Cleveland (Ohio) Railway:
AucusT, 1914—Charge of 1 cent for transfers restored.
(E. R. J., Vol. 44, 404.)

Mahoning & Shenango Railway & Light Company, Youngs-
town, Ohio:

Increase in fares announced to go into effect on Dec. 15,
1914—2 cents per mile the basis for increase—commuta-
tion and school tickets to remain unchanged. (E. R. J.,
Vol. 44, 1274.)

(E. R. J,, Vol. 44, 791
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Toledo Railway & Light Company, Toledo, Ohio:

APRIL, 1916—Company allowed by Judge Killits of United
States District Court to eliminate 3-cent fare during rush
hours, morning and evening, and to substitute and charge
at all hours 5 cents cash or six tickets for 25 cents. (E.
R. J., Vol. 47, 745 and 833.)

OREGON

United Railways, Portland, Ore.:

OCTORER, 1914—Application to increase fares to Linton
granted by Oregon Railroad Commission. (E. R. J., Vol.
43, 799 and 1119; Vol. 44, 501.)

PENNSYLVANIA
Titusville (Pa.) Traction Company;

DECEMBER, 1916—The Titusville Traction Company al-
lowed an increase in fares from 5 cents to 6 cents in the
city of Titusville, in the boroughs of Pleasantville and Hyde-
town and in the township of Oil Creek. (E. R. J o Vol
48, 1178.)

Trenton, Bristol & Philadelphia Street Railway, Phila-
delphia, Pa.:

JANUARY, 1917—New schedule of fares in effect between
Morrisville and Torresdale, Pa. The through trip fare be-
tween these two towns increased from 25 cents to 35 cents.
(E. R. J.,, Vol. 49, 56.)

VERMONT
Barre & Montpelier Traction & Power Company, Mont-

pelier, Vt.: .

AUGUST, 1914—Proposed increase in fares held up by
equity suit brought by the city—from 5 cents to 6 cents and
workmen’s tickets from 2% cents to 3% cents. (E: R. Iy
Vol. 44, 235 and 368.)

NOVEMBER, 1914—Increase enjoined by Vermont Su-
preme Court because of franchise restrictions. (E. R. J,,
Vol. 44, 1121.)

DECEMBER, 1914—Tariff increasing fare over line between
cities from 10 cents to 15 cents filed with Public Service
Commission. (E. R. J., Vol. 44, 1319.)

Increase in fare between Barre and Montpelier to 15
cents one way and 25 cents round trip, went into effect
Dec. 28, 1914. For the previous eight years the fare had
been 10 cents. (E. R. J., Vol. 45, 119.)

WASHINGTON

Puget Sound Electric Railway, Seattle, Wash.:

APRIL, 1914—Renewed application for an increase in
passenger rates between Seattle and Tacoma, made in 1909,
as follows: 2 cents per mile; commutation, 1.4 cents per
mile; round trip from Seattle to Tacoma, $1.25; at which
time the State Railroad Commission refused permission.
(E. R. J., Vol. 43, 949.)

May, 1914—Allowed by Public Service Commission,
which vacated the order of the State Railroad Commission
which it succeeded, made in April, 1910. (E. R. J., Vol. 43,
1059, 1174, 1304 and 1420; Vol. 44, 234.)

Tacoma Railway & Power Company, Tacoma, Wash.:

JUNE, 1916—Increase in round-trip fare between Tacoma
and American Lake from 25 cents to 30 cents upheld by

Public Service Commission as not unjust or excessive.
(E. R. J., Vol. 47, 1111.)

WEST VIRGINIA
Parkersburg-Marietta Interurban Railway, Parkersburg,
W. Va.:

JuLy, 1914—Allowed by Public Service Commission to
increase rates between Parkersburg and Marietta from 10
cents to 20 cents by creating four traffic zones. Company
required, however, to issue commutation tickets equivalent
to a 5-cent fare for 6% miles from Parkersburg. (E. R. J.,
Vol. 44, 235.)

WISCONSIN

Chicago & Milwaukee Electric Railway, Milwaukee, Wis.:
FEBRUARY, 1916—Authorized in April, 1915, by Wiscon-
sin Railroad Commission and the Interstate Commerce
Commission to increase ticket rates to approximately 2
cents per mile, but to maintain 5-cent zone system of cash
fares. No change in 5-cent Milwaukee city fare, but ticket
rates between Milwaukee City limits and Wisconsin State
line on a straight 2 cents par mile basis. Cash fares col-
lected on trains also, but collections to be made in next
higher multiple of 5 cents. One-hundred coupon books for
$1 to be sold by mail. Minimum fare to be 5 cents. Old
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average fare was about 1.8 cents per mile. (E. R. J., Vol.
17, 383.)
Duluth-Superior Traction Company, Superior, Wis.:

APRIL, 1916—Wisconsin Railroad Commission issued or-
der rescinding order made Nov. 13, 1912, reducing fares by
requiring sale of six tickets for 25 cents. Cash fare was
always b cents. (E. R. J., Vol. 40, 1067; Vol. 47, 840.)

Waupaca Electric Light & Railway Company, Waupaca,

Wis.:

MARCH, 1916—Increase from 10 cents to 15 cents between
Soo Line Depot and Grand View Hotel, through establish-
ment of three instead of two zones, denied; however, a
1214 -ticket rate was allowed by Wisconsin Railroad Com-
mission. (E. R. J., Vol. 47, 627.)

CANADA

Port Arthur & Fort William Electric Railway, Port Arthur,

Ont.:

SEPTEMBER, 1914—Advisability of increasing ticket rate
on municipal street railway system from six for 25 cents to
5 cents straight was considered (no interference with chil-
dren’s or workmen’s tickets proposed), the city council
finally approving. (E. R. J., Vol. 44, 592.)

Saskatoon (Sask.) Municipal Railway:

AvqusT, 1914—City Council of Saskatoon passed a reso-
lution increasing fares from six for 25 cents to straight
5 cents. Workmen’s tickets to be sold as before at eight
for 25 cents for use between G a.m. and 8 p.m., and school
children to be carried at half fare to and from school.
(E. R. J., Vol. 44, 185.)

British Columbia Electric Railway, Vancouver, B. C.:
May, 1915—Fares reduced to stimulate travel and fight
jitney competition, eight tickets sold for 25 cents, no trans-
fers. (E. R. J., Vol. 45, 959.)
MARCH, 1916—Selling of eight tickets for 25 cents dis-
continued. (E. R. J., Vol. 47, 512.)

Kingston, Portmouth & Cataraqui Electric Railway, Kings-
ton, Ont.:

JUNE, 1916—On June 1 the company discontinued selling
six tickets for 25 cents and substituted a cash fare of 5
cents. Workmen’s tickets, good from 6.30 to 7.59 a.m. and
from 5 to 6.30 p.m., are sold at eight for 25 cents, and
tickets for children between the ages of five and twelve are
also sold at eight for 25 cents. (Cenadian Railway &
Marine World, July, 1916.)

Port Arthur (Ont.) Civic Railway:
Fort William (Ont.) Electric Railway:

MarcH, 1917—Utilities Commissions of both cities adopt-
ed a new schedule of fares for Port Arthur Civic Railway,
providing for one fare in each city or two fare zones;
5-cent cash, six tickets for 25 cents from 5 a.m. until 12
p.m.; workmen’s eight tickets for 25 cents good during cer-
tain morning and evening hours and Sunday tickets at the
came rate, good from 5.30 a.m. until 12 p.m. Children
under fourteen years of age allowed ten tickets for 25
cents; students at this rate between 8 a.m. and 5 p.m. on
school days. A 10-cent fare to be charged from 12 p.m. to
5.30 a.m., good for a through ride. (E. R.J., Vol. 49, 711.)

In addition to the cases in which increased rates have
already been granted in whole or in part, applications
for increases have been filed by various companies.
Exclusive of those for lines in New York State, many
of which are now acting in concert, the cases now before
the authorities for disposition are:

Illinois Traction System, Peoria, 11l

Hagerstown & Frederick Railroad, Frederick, Md.

United Railways & Electric Company, Baltimore, Md.

Bay State Street Railway, Boston, Mass.

Kansas City (Mo.) Railways.

Lincoln (Neb.) Traction Company.

Bucks County Interurban Railway, Trenton, N. J.

Trﬁnt?]n & Mercer County Traction Company, Trenton,

Portland Railway, Light & Power Company, Portland, Ore.

Montoursville (Pa.) Passenger Railway.

Pittsburgh (Pa.) Railways.

Milwaukee Electric Railway & Light Company, Milwaukee,
Wis.
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COMMUNICATION

A Publicity Bureau for the Association

SOUTHERN PUBLIC UTILITIES COMPANY
CHARLOTTE, N. C., July 2, 1917.
To the Editors:

From a letter written by the editor of the ELECTRIC
RAILWAY JOURNAL, received about the middle of June,
I obtained the impression that in an early issue of the
JOURNAL would appear some comments concerning the
suggested publicity bureau for the electric railway in-

‘terests of the United States, with especial reference to

a conference of a number of publicity men at St. Louis
early in June.

The St. Louis conference resulted in several things,
the most important being the decision of those present
to send the entire matter back to the American Electric
Railway Association, where it rightly belongs, with
some concrete suggestions as to the nature and purpose
of such a bureau.

A committee composed of Mr. Brumbee of the United
Railways of St. Louis, Mr. Waugh of the Interborough
and the New York Railways, Mr. Burroughs of the
United Railways of Baltimore, Mr. Davidson of the
Denver Tramway and the writer was appointed, to pre-
pare suggestions for interchange between the member-
ship of the committee and the submission of the com-
posite suggestions of the whole committee to the execu-
tive committee of the American Electric Railway Asso-
ciation, for consideration either at the mid-winter ses-
sion or for the next annual convention of the associ-
ation.

At the conference the nature of such a bureau was
discussed at length, during which it was found that a
wide variance of opinions existed among the publicity
men taking part in the Round Table.

That a central editing office combined with a central
publication office is not practical is the opinion of the
writer, expressed as emphatically as is possible at the
annual convention at Atlantic City in October, 1916. In
this opinion I believe publicity men engaged in active
electric railway service will concur.

For instance, following the Atlantic City convention,
my office and that of the president of my company were
flooded with offers from printing companies in many
sections of the country to publish a bulletin or maga-
zine for all electric railway companies. Their plan, in
every instance, was to compile, at the central or pub-
lishing city, data of a general nature applying to all
electric railways, to compose a large percentage of the
publication, the various companies to furnish a small
percentage of the data relating specifically to local con-
ditions and happenings, and the publication to carry a
different cover design for each company but to issue
from one central office. -

The scheme is all right in theory but in practice it
falls down. General Hancock said several years ago
that the tariff is a local issue, and electric railway pub-
licity is a local matter, purely and simply. Conditions
which prevail at Denver do not prevail at Charlotte.
And publicity which is all it should be for the Brook-
lyn Rapid Transit would seriously affect the United
Railways of St. Louis in all probability.
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Hence the publication of a general bulletin to cover
the entire business would be dangerous, in the first
place, and it is my opinion that such a publication would
Tail of support at the hands of the employees of any of
the interested companies.

And again, such a plan of handling the publicity of
electric railway companies would entail endless com-
plications and take from the individual company the
control of the publication, to a great extent, if not en-
tirely.

I am of the opinion that a bureau within the Ameri-
can Electric Railway Association, whether as a depart-
ment of the Transportation & Traffic section, or as a
new section, either alone or in conjunction with the pub-
lic relations committee, could and would serve the proper
ends. As an information bureau for companies not op-
erating a department of publicity, it would be of im-
mense value. There is not a week in which I do not
receive requests from other companies for information
concerning operating methods. Requests for cost data,
circulation plans, policies and the like come in all
through the year. I am glad, always, to give this in-
formation, and doubtless every other publicity man
teels the same way. But the company desiring this in-
formation must needs analyze the information re-
ceived from muny sources, spend considerable time in
securing it and possibly miss the company having very
nearly the same conditions under which to operate.

My suggestion would be to have periodical reports
made to the secretary of the bureau, similar to the fare
research work now under way, and which is proving of
so much value to the business. All information, of
whatsoever character, would be included in these re-
ports, and when any company desired information con-
cerning publicity the secretary could furnish immedi-
ately detailed reports, confidentially, if need be, from
every company operating a publicity department.

So much for the company contemplating or consider-
‘ng the establishment of such a department.

But the greatest value would be to the companies al-
ready operating such a department. For instance,
should I desire information concerning the operation
of any given line of publicity the secretary could give
me, without loss of time, the experience of every com-
pany of the association, at an expense that would be
inconsiderable.

Advice concerning the advisability of publishing
certain information would come from the bureau, hav-
ing in hand information concerning the experience of
all the railways.

Advice as to how to secure desired matter for pub-
lication and the actual preparation, in isolated cases, of
articles for individual companies or for the business at
large would, under my plan, come from this bureau.

I am opposed now, and always have been, to the or-
ganization of a bureau of electric railway publicity men
aside and separate from the American Electric Rail-
way Association. I am on record in the office of the sec-
retary of the A. E. R. A. as being opposed to the con-
ference of publicity men at St. Louis in June, unless it
were approved by the executive committee of the as-
sociation and were in line with the desires of the offi-
cers. I thought the conference would accomplish good
results as a round table discussion of the difficulties
publicity men meet in their work, but if the meeting
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contemplated, as I understand it did, the organization
of a department of the Associated Advertising Clubs
of the World, or of a separate bureau or association,
outside the A. E. R. A., I was opposed to the entire pro-
ceedings. And the action of the publishers at the
St. Louis conference, in deciding to offer suggestions to
the association for the organization of such a bureau
within the association, is directly in line with the opin-
ion of leaders in the publicity field, including Ivy L. Lee,
James H. McGraw, A. D. B. Van Zant and others at the
Atlautic City convention in 1916.

Since the St. Louis conference I have not heard from
the other members of the committee appointed to pre-
pare suggestions for interchange, but within the com-
ing month I shall have my suggestions in shape, cov-
ering in more detail the general ideas presented here-
in, for the other members of the committee, and I am
trusting that within that time the entire committee
will have its suggestion in the hands of each other, so
that we can then begin the formulation of the concrete
suggestion to the executive committee for its consid-
eration at the mid-winter meeting.

LEAKE CARRAWAY, Director of Publicity.

Trial Six-Cent Fare for Bay State

New Fare Unit Becomes Effective on July 13 for
Six Months’ Trial—Sale of Twenty Tickets for
One Dollar Approved—No Transfer Charge

HE Massachusetts Public Service Commission on

July 3 granted the Bay State Street Railway, Bos-
ton, Mass., permission to establish a 6-cent fare unit
on its entire system for a six months’ trial period.
This decision followed an agreement between the com-
pany and a number of the larger municipalities served,
as outlined in the issue of the ELECTRIC RAILWAY JOUR-
NAL for June 30.

WHAT THE COMPANY DESIRED

The company appealed on May 16 for increased rates
on the ground that the cost of operation had increased
so rapidly since the decision of Aug. 31, 1916, that the
revenue had become entirely inadequate. On June 12
the company filed a schedule of fare changes. Under
this it was proposed to make the unit cash fare 6
cents upon all lines; to sell nine transferable tickets
for 50 cents good except on Saturday afternoons, Sun-
days and holidays, in the present 5-cent zones within,
from or to the centers of seventeen cities, and to charge
1 cent for each transfer issued; to abolish certain com-
mutation, excursion and special tickets, including the
8-cent check between the company and the Boston Ele-
vated Railway; and to increase the rates for work-
men’s tickets to 80 per cent of the cash fare where
they cover two zones, and to 66 2/3 per cent of the
cash fare where they cover three zones. At a hearing
on June 21 the company introduced evidence that it re-
quired $1,404,906 additional yearly revenue, and com-
puted that the proposed change would yield a yearly
increase of $1,111,700.

MODIFICATIONS MADE IN FARE PROPOSAL

There was much opposition to the schedule proposed.
As the result of conferences between the company and
the municipalities concerned, the company amended its
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plan to provide for the sale of twenty tickets for $1,
such tickets to be good except on Saturdays after 1
p- m., Sundays and holidays, within the seventeen cities,
between such of those cities as are adjoining, and be-
tween such cities and adjoining towns or portions of
towns as by reason of location or density of popula-
tion are practically part of such cities. The proposed
charge of 1 cent per transfer was eliminated, but pro-
vision was made for the adjustment of transfer priv-
ileges outside this territory by restricting the length
of ride to that reasonably furnished for a single fare.
The proposed increases in workmen’s tickets and the
cancellation of commutation and other special tickets
were also eliminated, although the company might later
file a separate schedule. It was also understood that
any patrons within the present 5-cent territory who
would be excluded from the use of the twenty-ride tick-
ets would have the right of appeal without prejudice,
and a like plan was agreed upon with respect to trans-
fers. The company would keep a detailed record of a
six-months’ trial, after which, upon application to the
commission, the entire case should be reopened.

As a result of these modifications the company esti-
mates that the annual increase in operating revenue
will be reduced from $1,111,700 to $720,000. The com-
mission does not consider this estimate unduly low.
It is satisfied that the results from operation, at least
during the experimental period, will not make possible
an excessive return upon the investment. In regard to
the sale of tickets (the municipalities urged the sale
of ten tickets for 50 cents or five for 25 cents), the
commission holds it not unreasonable to require an in-
vestment of $1. It takes this stand because the large
majority of present schedules for workmen’s and other
special tickets provide for an investment of $1 or more;
because an investment of a like or a larger amount
is commonly required for similar tickets issued by
other Massachusetts companies, steam and electric;
and because the issue of such tickets in smaller amounts
would facilitate their use by casual riders and thus
lead to an unwarranted decrease in revenue

In regard to the plea of certain communities for ex-
emption, the commission says: “Without much ques-
tion other communities might have urged considera-
tions equally pertinent to show that they also should
be exempted. Such objections, we feel, are based upon
a failure to appreciate the spirit and significance of
the agreement. Under this the company will not se-
cure all that it claims it ought to have, and this is
equally true of certain communities.” The commission
concludes that the parties have been wise in coming
to an agreement, and that the rates proposed are not
unreasonable as a basis of trial.

Speaking of the decision, President P. F. Sullivan
said:

“When we ask the public to turn in and help us make
a success of this six months’ experiment, we have
their interests in mind as well as our own. City of-
ficials can aid us materially by regulating jitney com-
petition. We do not ask that jitneys be abolished.
All we ask for is a square deal. Unregulated jitneys
divert from our treasury more than $300,000 a year.

“We are going into this experimental period with the
feeling that we have back of us the public, and we shall
take special pains to acquaint the public with what we
are doing. If operating costs go up, we shall tell them
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that; and if they go down, it will be with special pleas-
ure that we shall tell them that also. We are assum-
ing that our business is the public’s business, and that
the public should know all about it.”

AMERICAN ASSOCIATION NEWS

American Association Will Hold “Confer-
ence” Instead of Convention

At a meeting of the American Association executive
committee in New York on June 26 the following were
in attendance: L. S. Storrs, J. J. Stanley, J. H. Pardee,
M. C. Brush, M. R. Boylan, F. R. Phillips, R. E. McDou-
gall, Thomas Finigan, James H. McGraw, H. H. Vree-
land, T. N. McCarter, C. L. Henry, J. D. Mortimer,
J. N. Shannahan, H. C. Donecker and E. B. Burritt.
The most important items taken up were as follows:

It was decided that a meeting of the executive com-
mittee should be held at such a date this fall as may
be determined by the president and the chairman of
the subjects committee. An invitation will be extended
to all interested in the industry to meet at that time
for conference. This meeting will be held in New York.

With regard to the work of the affiliated associations,
it was recommended that all committee work except
that which can be handled by correspondence should be
held in abeyance; that the annual meetings be omitted;
that the present officers be continued in office, and that
the personnel of committees remain as at present until
the 1918 convention. It is understood that no reports
will be presented by any association at the conference.

The status of the manufacturers in the association
was brought up for discussion in connection with the
report of the sub-committee of manufacturers. This
report was received, and after discussion it was decided
that the committee on constitution and by-laws should
be directed to prepare amendments to these instru-
ments, to take their regular course, to provide as fol-
lows: For the election of two manufacturer members
as members of the executive committee, with the under-
standing that if the manufacturers form an affiliated
association the president shall be ex-officio member of
the executive committee in addition to the other two. In
this connection the executive committee recommended
that the manufacturers be invited to form an affiliated
association. The committee also approved the letter
ballot canceling the annual convention.

In addition to the formal work of the meeting,
President Storrs outlined the activities which have been
carried on by the committee on national defense, and
there was also an informal discussion on rates of fare.

Engineering Executive Committee

The day following the meeting of the American As-
sociation executive committee the Engineering Associa-
tion executive committee met and ratified the recom-
mendations already referred to in so far as they affect
the Engineering Association. The resignation of Vice-
President G. W. Palmer, Jr., was also received with ex-
pressions of regret and appreciation of his faithful
service. In attendance at this meeting were Messrs.
F. R. Phillips, W. G. Gove, C. F. Bedwell, L. P. Cre-
celius and E. B. Burritt.
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EQUIPMENT and
MAINTENANCE

HAVE YOU A GOOD WAY
OF DOING A JOB!?

—Pass It Along

Read in This Issue :
The Scheme Described by R. C. Cram for Cutting Asphalt Pavement

Cutting Sheet Asphalt with Angle-Iron

and Road Roller

A Scheme for Simplifying a Disagreeable and
Troublesome Job—Considerable Saving
in Cost Effected by Its Use

BY R. C. CRAM
Assistant Engineer Way and Structure Department, Brooklyn

Rapid Transit System

Cutting out sheet asphalt by means of the ordinary
asphalt mattock or cutter, using manual labor, has al-
ways been a slow process and one which is particularly
severe on the men themselves. In hot weather the job is
not an enviable one and of late the labor has been diffi-
cult to get and more difficult to keep at such work.

When a job of removing a large amount of sheet
asphalt surface presented itself under these conditions,
it seemed advisable to adopt some other method which
would be less primitive and which would obviate the la-

bor difficulty. Some consideration was given to devices

which could be attached to a road roller, as has been
done elsewhere at times. The device described by M. E.
Stark in the issue of the ELECTRIC RAILWAY JOURNAL
for Jan. 20, 1917, page 123, also came to mind, but this
could not be used on the work in hand because there
were no car tracks upon which to operate. On the con-
trary, we were preparing to build an extension through
a street paved with sheet asphalt.

Before attempting to equip a roller at considerable
expense, the suggestion was made by C. L. Crabbs, en-
gineer way and structure, that we try the simple ex-
pedient of laying a long piece of angle-iron having un-
equal legs, 4 in. x 3 in. or 6 in. x 3 in., upon the sur-
face, with the shallow leg down to form a cutting edge,
and rolling it into the pavement with our 8-ton tandem
road roller.

A piece of 6-in. x 3-in. angle about 20 ft. long was
accordingly obtained and the 3-in. leg was cut off to
2% in. and sharpened slightly. This was cut off to pre-
vent the edge from getting into the concrete in case the
asphalt and binder was less than the original 3 in. in
thickness on account of wear. It was then laid on the
pavement and rolled in as suggested. At the first test
the scheme was found to be successful and other pieces
of angle were obtained which could be placed ahead of
the roller, keeping it in continuous operation, the angles
being removed from behind after rolling and placed
ahead of the roller in turn.

Some fears were expressed before trial as to whether
the angle could be removed readily after being rolled
in, but no such difficulty arose. On the contrary, after
rolling a few times the ends of the angles curl up slightly
and one end stands up so that the angle may be removed

CUTTING ASPHALT PAVEMENT WITH ROLLER AND ANGLE 1RON

with ease. It is almost unnecessary to say that we now
expect'to use the device for cutting asphalt in the
2-ft. strips adjacent to tracks requiring removal for
reconstruction. There is a considerable saving in costs
effected by this scheme, but comparative data are not
yet available.

Since trying out the angle-iron scheme so successfully
we have hit upon an improvement which is now being
substituted for the angle iron. This is a T-iron made
by cutting off the head through the web of a 105-lb.
girder rail and sharpening the cutting edge somewhat.
The upright of the T forms the cutter, 2%5 in. deep as
before, while the upturned base, 6 in. wide, furnishes a
surface upon which the roller will run even better than
on the back of the angle and prevent damage to the
roller in dropping from the cutter to the pavement.

AFTER CUTTING, THE ASPHALT IS STRIPPED OUT WITH LINING
BARS, OCCASIONAL BLOWS WITH A SLEDGE BEING GIVEN
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NEW STEEL FREIGHT TRAIL CAR FOR MICHIGAN RAILWAY

All-Steel Freight Cars for Michigan
Railway

Ends of Car Swing Open and Facilitate Handling
Shipments of Automobiles

Ten new arch-roof freight trail cars of unusually
high-grade construction have recently been placed in
service on the Michigan Railway. These are all of steel
construction except for the wood floors, and are equipped
with Rico anti-climbers. The length of the bodies
over bumpers is 50 ft. and the width over sheathing is
8 ft. 11 in. The truck centers are 30 ft. apart. The
body framing consists of side-sill angles, 7 in. x 314 in.
x Y5 in., with intermediate longitudinal sills of 7-in.
channels. The center cross-sills are made with 7-in.
I-beams and the other cross-sills are 5-in. channels riv-
eted to the longitudinal sills with the flanges turned
down. An anti-telescoping plate of ls-in. steel is riv-
eted to the longitudinal sills and bumpers. Underframe
truss rods, 1% in. in diameter, fitted with open-type
turnbuckles, serve to reinforce the car against sag. The
body bolsters are of the built-up type.

The 3-in. I-beam side posts are continuous from side-
sill to side-sill, arching over the car to form the car-
lines. These are riveted to the side-sills and reinforced
with double-angled plates. The sides of the cars are
framed for a 6-ft. single sliding steel door in the center,
and the ends are equipped with a 28-in. steel swing cen-
tral door. Three of the cars of this allotment are con-
structed for hauling automobiles. The entire ends are
made up of three steel doors which open up the full
width of the cars to the ingress or egress of machines.
The inside of these cars have a 14-in. steel lining extend-

MICHIGAN RAILWAY FREIGHT CAR WITH END OPEN TO RECEIVE
AUTOMOBILE
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ing from 6 in. below to 48 in. above the floor. The
outside cheathing is 3/32-in. sheet steel extending from
side-sill to letterboard.

The car body and steel freight trailer trucks were
built by the St. Louis Car Company.

Use of Electrically Welded Joints on
Exposed T-Rail Track

In order to extend the life of old T-rails on exposed
tracks, where the joints have become badly cupped, the
Public Service Railway, Newark, N. J., has made co